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AMERICAN RAILROAD JOURNAL. 
Orrice at THE Frankiin Hovse, 
105 Chestnut Street, 
PHILADELPHIA, PA. 
This is the only periodical having a general circu- 


HILADELPHIA AND READING RAIL- 
ROAD.—Passenger Train Arrangement for 


Sa A Passenger Train will leave 


Philadelphia and Pottsville daily, except Sundays, 


lation throughout the Union, in which all matters |at 9 o’clock A. M. 


connected with public works can be brought to the 
notice of all persons in any way interested in these 
undertakings. Hence it offers peculiar advantages 
for advertising times of departure, rates of fare and 
freight, improvements in machinery, materials, as iron, 
timber, stone, cement, etc. It is also the best medium 
for advertising contracts, and placing the merits of 
new undertakings fairly before the public. 





TERMS. — Five Dollars a year, in advance. 
RATES OF ADVERTISING. 





One page per annum, ............ e000. $125 00 
Onercolumm “ —.icecccccccccccccces 50 00 
nT ©." cans dats div eaamnaee 15 00 
One page per month.........eeeseeeeee. 2000 
One column “cece cccccccccccccces 8 00 
One square “ ..... wicevecsvocecce 2 50 
One page, single insertion................ 8 00 
One columnn “ =“ gcccececeeescees 3 00 
One square “ ecccccgee «1:00 
Professiunal notices per annum. ......... 5 00 
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USTON AND PROVIDENCE RAIL= 
road. Passenger Notice. Summer Arrange-! 
ment. On and after Mon- 
Reo day, Sept. 28, 1846, the Pas- 
senger Trains will run as 


or New York—Night 
Leaves Boston every day, 















Accommodation Trai at 7% ” 
p-m., and Provi pan. 
trains, leave 9 am.; 3 p-m., 


Sian pm. Leave Dedham at 8 a.m. 
and 4} and 9 p.m, 

Stoughton iain, leave Boston at 11} a.m. and 
410 p.m. Leave Stoughton at 8 a.m. and 2} p.m. 
All baggage at the risk of the owners thereat 

31 ly W. RAYMOND LEE, Sup’t. 
BRANCH RAILROAD and STAGES CON- 
necting with the Boston and Providence Railroad. 
connect with the Accommodation trains at 
the Foxboro’ Station, to and from Woonsocket. At 
the Seekonk Station, to and from Lonsdale, R. I. 
via Pawtucket. At the Sharon Station, to and fre m 
Walpole, Mass. And at Dedham Village Station, 
to and from Medford, via Medway, Mass. At Pro. 
vidence, to and from’ Bristol, via Warren, R. .— 
Taunton, New Bedford and "Fall River cars run in 
connection with the accommodation trains. 





The Train from Philadelphia arrives at Reading 
at 12 18 M. 


The Train from Pottsville arrives at Reading at 
10 43 A. fon 


No. 2. 


Between Phila. and Pottsv ile oy $3. 50 and $3-00 
- “ Reading, 58 225and 190 
“Pottsville ¢ 34 140and. 120 


Five minutes allowed at Reading; and three at 
other her stations. 


and "Vieom streets. 


gy AND OHIO RAILROAD.|. 
Trains leave Lexington for Frankfort daily, 


at 5 o’clock a.m., aud 2 p.m. 
ee Trains leave Frankfort for Lex- 
ington daily, at 8 o’clock a.m. and 2-p.m. Dis- 
tance, 25 miles. Fare $1°25. 

On Sunday but one train, 5 o’clock a.m. trom 
Lexington, and 2 o’clock p.m. from Frankfort. 

The winter —- ment (after 15th September to 
15th March) is 6 o’clock a.m. from Lexington, and 
ma. 9, trom Frankfort, other hours as above. 

ly 


OSTON AND MAINE RAILROAD. 
Upper Route, to Portland and the East. 
SPRING ARRANGEMENT, 
So Maren 1, 1947. 
PORTLAND TRAINS. 
Leave Boston at 7} A.M. and 23 P.M. 
Leave Portland at 74 A.M. and 3 P.M. 
GREAT FALLS TRAIN. 
Leave Boston at 44 P.M. 
Leave Great Falls at 63 A.M. 
HAVERHILL TRAINS, 
Leave Boston at 114 A.M. and 550 P.M. 
Leave Haverhill at 6¢ A.M. and 4 P.M. 
‘READING TRAINS, 
Leave Boston at 9 A.M. and 8 P.M. 
Leave Reading at 6} A.M. and 14 P.M. 
MEDFORD BRANCH TRAINS. 
Leave Boston at 7}, 9 A.M., 24, 5°50 P.M. 
Leave Medford at 64, 8 A.M., 14, 54 P.M. 
The Depot in Boston is on Haymarket Square. 
Passengers are not allowed to ca Baggage 
above $50 in value, and that onli unless no- 
tice is given, and an extra amount paid, at the rate 
ot the price of a Ticket for every $500 additional 


value, 
CHAS. MINOT, Super’t. 








ty3l 


ger Depot in Philadelphia corner of ~— 





UMMER ARRANGEMENT.—NEW YORK 
AND ERIE RAILROAD LINE, from Arril 
1st until further notice, will 
aaa run daily (Sundays exce 
ed) between the city of New York and wn, 
Goshen, and intermediate places, as follows: 
FOR PASSENGERS— 

Leave New York at 7 A.M. and4 P.M. 

“ Middletown at 64 A. M. and 53 P. M. 
Fare REDUCED to $1 25 to Middletown—way in 
proportion. vn , Supper and berths can be had 
on the steamboat 

FOR FREIGHT— 
Leave New York at 5 P. M. 
«“ Middletown at 12 M. 

The names of the consignee and of the station 
where to be left, must be distinetly marked upon 
each article apt. Freight not janieel atter 6 

P. M. in New York 

Apply to J. F. Clarkson, orm at office corner of 
Duane and West sis. H, C. SEYMOUR, Sup’, 

March 25th, 1846. 

Stages run daily from Midd!etown, on the arrival 
of the afternoon train, to Milford, Carbundule, 
Honesdale, Montrose, Towanda, Owego, and West: 
also to Monticello, Windsor, Binghamton, Ithaca, 
etc., etc. Agent on board. 


ORWICH AND WORCESTER RAIL- 
Road. Summer Arrangement, commencing 


Monday, April 6, 1846. 
Se Accommodation Trains, daily, Pree} 
except Sunday. Leave Norwich, at 6 a.m., and 44 
p.m. Leave Worcester, at 10 a.m., and 44} p.m. 

x*r The morning Accommodation Trains from 
Norwich, and from Worcester, connect with the 
trains of the Boston, and Worcester andjWestern 
railroads each way. ; 

The Evening Accommodation Train from Wor- 
cester connects with the 1} p.m. train from Boston. 
New York Train via Vane Island Railroad: 

Leave Allyn’s Point for Boston, about | p.m,, dai- 
ly, Np gt Sunday. 

Womens for New York, about 10 a.ii., 
soe at Webster, Danielsonville, and Norwich. 
ew York Train via Steamboat—Leave gaa 
wich for Boston, every morning, except Monday, 
the arrival of the stamboat from New York, mop. 
ping at Norwich and Danielsonville. 

Leave Worcester for New York, upon the arrival 
of the train from Boston, at about 43 he va ba ex- 
cept Sunday, stopping at Webster, Danielson 
and Norwich. 

Freight Trains daily each way, except Sunday. - 
Special contracts will be or cargoes, or large 
shanties of freight, on application to the superinten- 


ir Fares are Less when paid for Tickets than when 








paid in the Cars. 
32 ly J W. STOWELL, Sup’. 
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ROY RAILROADS.-IMPORTANT NO- 
Greenbush Railroad, forming 


and 
ntigmoudtrie from Boston 
B ar rin 
4 yer “i ae iron 


rail. Trains will always be run on this road con- 
necting at Greenbush each way with the trains to 
and from Boston and intermediate places, leaving 
Greenbush daily at 14 pa and.6 p.m., or on arri- 
val of the trains from Boston; leave Troy at 7} a, 
m. and 4} p.m., or to connect with trains to Boston 

Trains also run hourly on this road between bay! 
and Albany. Running time between Greenbus 
and Troy, 15 minutes, . 

TROY AND SCHENECTADY RAILROAD. 

This road is laid its entire length with the heavi- 
est Herail- which is not the fact with the road from 
Albany. Trains will always be run on this road 
connecting each way, toand from Buffalo and inter- 
Wiediate places. Leave ‘Troy for Buffalo at 7}.a.m. 
and 1-p.m. and 6} p.m., or to connect with the trains 
for the west; leave Schenectady at 24 a.m., 84 a.m., 
1 p.m. and 3% p.m., or on arrival of the trains from 
Buffalo and intermediate places. 

TROY AND SARATOGA RAILROAD. 
THE ONLY DIRECT ROUTE. 

No change of passenger, baggage or other carson 
this route. Cars leave Troy for Ballston, Saratoga 
Springs, Lake George and White Hall at 7} a.m., 

arriving one hour in advance of the train from 
bany,) and at3ip.m. Returning, leave Saratoga 
at 9am. and 34 p.m., (reaching Troy in time for 
the evening boats to New York.) Cars also leave 
Troy for the Burrough at 3} p.m. and 7 p.m., con- 
necting with packet boats for the north. This takes 
ngers from New York and Boston to Montreal 

in 44 hours. 

N.B. Travellers will find the routes through Troy 
most convenient and economical, and as expeditious 
as any other. The steamboats to and from New 
York land within a few steps of the railroad office, 
and passengers are taken up and landed by the dif- 
ferent railroad lines at the doors of principal hotels, 
thus saving all necessity for, and anngyance from, 
hack drivers, cabmen, runners, etc, 

Aug. 3, 1846. ly 32 


ALTIMORE AND OHIO RAILROAD. 
MAIN STEM. The Train carrying the 


Great Western Mail leaves Bal- are 
s Mills, 


SEE sinore every morning at 7} and 
umberiand at 8 o’clock, passing Ellicott 
Frederick, Harpers Ferry, Martinsburgh and Han. 
cock, connecting daily each way with—the Wash- 
ington Trains at the Relay House seven miles 
from Baltimere, with the Winchester Trains at 
Harpers Ferry — with the various railroad and 
steamboat lines between Baltimore and Philadelphia 
nd with the lines of Post Coaches between Cum- 
Perland and Wheeling and the fine Steamboats on 


















the Monongahela Slack Water between Browns- 
ville and Pittsburgh. Time of arrival at both Cumn- 
berland and Baltimore 5} P. M. Fare between 
those points $7, and 4cents per mile for less distan- 
ces, Fare through to Wheeling $11 and time about 
36 hours, to Pittsburgh $10, and time about 32 hours. 
Through tickets from Philadelphia to Wheeling 
$13, to Pittsburgh $12. Extra train daily except 
Sundays from Baltimore to Frederick at 4 P. M. 
and from Frederick to Baltimore at 8 A. M. 
WASHINGTON BRANCH. 

Daily trains at9 A. M. and5 P. M. and 12 ai 
night from Baltimore and at 6 A. M. and 53 P.M 
from Washington, connecting daily with the lines 
North, South and West, at Baltimore, Washingtor 
and the Relay house. Fare $1 60 through betweer 
Baltimore and Washington, in either direction, 4 
cents per mile for intermediate distances. sl3y) 

‘ANUFACTURE OF PATENT WIRE 
Rope and Cables for Inclined Planes, Stand- 
ing Shi Rigging Mines, Cranes, Tillers etc., by 
JOHN A. ROEBLING, Civil Engineer, 
Pittsburgh, Pa. 
are in successful operation on the 


These Ropes 


planes of the Portage Railroad in Pennsylvania, on 
the Public Slips, on Ferries and in‘Mines. The 
first rope put upon Plane No. 3, Portage Railrord, 
has now ran 4 seasons, and is still in good condi- 


tion. 







ee 
EW RAILROAD ROUTE FROM BUF-~ 
~ talo to Cincinnati. 


| got} «Passengers destined for E cE & 
Columbus and Cincinnati, 
J,-Louisville, Ky., St. Louis, Mo., Memphis, Tenn., 


- ” 
Vicksburg, N sow ody New Orleans, and all interme- 
diate ports, will find a new, and the most expedi- 
tious and comfortable Route, by taking Steamboats 
at Buffalo, Janding at Sandusky City, Ohio, dis- 
tance. 230 miles. 
From thence by Cars, over the Mansfield 
Railroad which is new and just opened 
{laid with heavy Iron,] to Mansfield, 
as cg ORS 4 9 
Thence by Stage via Columbusto Xenia 
over gravel and Macadamized Road, 
the best in the state,) in new coaches, 
ROGRIIDE on nsdn ghidner 6d rtienenanas.ces 
Thence, over the Little Miami Railroad, 
from Xenia to Cincinnati, distance..... 65 


eee ee eee ee. ee 


TIME. 
From Buffalo to Sandusky............. 24 hours. 
Leave Sandusky 5 a.m.to Columbus.... 14“ 
From Columbus to Cincinnati.......... b.. * 


Or say 30 hours from Sandusky to Cincinnati 
over this route, including delays. 

Farr. 

MII 350 ccccece 
Steerage 
Sandusky to Columbus............ 

- through to Cincinnati....... 
Passengers should not omitto pay their fare through 
from Sandusky City to Cincinnati and take receipts 
availing themselves ofthe benefit of a contractexisting 
between the said Railroad and Stage Co’s, securing 
121 miles travel by good Railroad and 88 miles by 
Stage, in crossing from Lake Erie to the Ohio ri- 
ver, in the space of 30 hours. 

Passengers destined for St. Louis, or any point 
below on the Mississippi, will save by taking this 
route, from 4 to 6 days time and travel, and nearly 
half the expense, over the Chicago and Peoria route 
to the above places. 

Fare by this route, although the cheapest, will ina 
short time be reduced, Railroad lengthened, and 
speed increased. 


From Buffalo to Sandusky, 
“ “ “ “ 


Ssss 


B. HIGGINSON, Sup’t, etc. 
M. §& S.C. R. R. Co. 
Sandusky City, Ohio. 


EW YORK & HARLEM RAILROAD 
CO.—Winter Arrangement. 

S= On and after Monday, November 23, 
f- 1846, the cars willrun as follows: 

Leave 27th street for 42d street, Deaf and Dumb 
Institute, Yorkville, Harlem Morrianna, and Wil- 
liams’ Bridge, at 7 o’clock am. From City Hall 
for above named places, 2 p.m. [freight train,] 2 30 
p.m. 5 p.m. to Morrisiania only. 

Leave City Hall for Harlem, Morrisiania, Ford- 
ham and Williams’ Bridge, at 7 45 a.m., and 1045 
a.m.; 115 p.m., 2 p.m. [freight train], 2 30 p.m. and 
3 45 p.m. 

Leave City Hall for Hunt’s Bridge, Bronx, Tuc 
kahoe, Hart’s Corners White Plains, Davis’ Brook, 
Unionville and Pleasantville, [Pleasantville 4 miles 
from Sing Sing,] 7 45 and 1045 a.m.; 115 p.m., 2 
p.m. [freight train], and 3 45 p.m. 

RETURNING. 

Leave Pleasantville, at 8, 10, [freight train], and 
11, a.m.; 1 30, and 4, p.m. 

Leave White Plains, at 8 12, 10 30, [freight train} 
and 11 20 a.m.,; 150, and 4 20, p.m, 

Leave Tuckahoe, 8 35, 10 55, [freight train,] and 
11 35, a.m.; 2.05, and 4 35, p.m. | 

Leave Williams’ Bridge at 7 45, 8 50 and 11 50 a. 
m.; 240, 4, and 4 50 p.m. 

Leave Morrisiania 8 and 9 05 a.m.; 12 05, 2 35, 
4 20, 5 05 and 6 p.m. 

Leave Yorkville, at 8 12 a.m.; 435 and 615 p.m. 


SUNDAY ARRANGEMENTS. 
Leave City Hall for Pleasantville and intermedi- 
ate places, at’ 745 a.m.; 1 15 and 3 p.m. 
Leave Pleasantville for City Hall, at 8 a.m.; 11, 
and 3 15 p.m. 
Leave City Hall for Williams’ Bridge and inter- 











Qvi9 hy 
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ALTIMORE AND SUSQUEHANNA 
Railroad.—Reduction of Fare. .. and 
Afternoon Trains’between Balti- 


ae more and York.—The P. 
trains run daily, except Sunday, as follows: 
Leaves Baltimore at..........9 a.m. and 3} p.m. 
Arrives at........eeee.e+00+-9 a.m, and 64 p.m. 
Leaves York at..............5 a.m.and3 p.m. 
Arrives at ++... 12} p.m. and8 p.m. 
Leaves York for Columbia at..1} p.m. and 8 a.m. 
Leaves Columbia for York at..8 -a.m.and2 p.m. 
FARE, 
oss sa ca acids sed ejennivassiowea 
% Wrightsville 
“ CORED 5 0.00 beg0 sees ce 
Way points in proportion. 
PITTSBURG, GETTYSBURG AND 
HARRISBURG. 
Through tickets to Pittsburg via stage to Har- 
TisburGisvs:chus. cevvsgnr caee commer oe 
Or via Lancaster by railroad......... vase 30 
Through tickets to Harrisburg or Gettysburg... 3 
In connection with the afternoon train at 3} o'clock, 
a horse car is run to Green Spring and Owing’s 


eee eee were meee eens 


Mill, arriving at the Millsatys...... ....5f p.m, 
Returning, leaves my Mills at........ 7 am. 
D. C. H. BORDLEY, Sup’t. 


31 ly Ticket Office, 63 North st. 


ENTRAL RAILROAD-FROM SAV AN- 
nah to Macon. Distance 190 miles, 
This Road is open for the trans- 
portation of Passengers and SB. 
Rates of Passage, $8 00. Freight — 
per hundred, 
13 cts. per cubic ft, 





reight. 
On weight goods generally... 
On measurement goods 
On bris. wet (except molasses 

and oil $150 per barrel. 

On bris. dry (except lime)... 80 cts. per barrel. 
On iron in pigs or bars, cast- 

ings for mills, and unboxed 


50 cts. 


eeeeee 


machinery ........e+eee0s 40 cts. per hundred. 
On hhds. and pipes of liquor, 

not over 120 gallons...... $5 00 per hhd. 
On molasses and oil........ $6 00 per hhd. 


Goods addressed to F’. Winter, Agent, forwarded 
free of commission. THOMAS PURSE, 
.y40 Gen’l, Sup’t. Transportation. 


HE BEST RAILROAD ROUTE TO THE 
Lake and Buffalo, from Cincinnati. 
Take Cars to Xenia, 65 


miles ; take Stage to Mans- 
field, 88 miles; thence by Cars to Sandusky, 56 
miles to the Lake; thence Steamboat to Buffalo, 230 
miles. 
Fare from Cincinnati to Sandusk 
« = Sandusky to B 
iii iii 


ii “ 





uffalo, Cabin 
“ 


Steerage.... 4 50 

Fare by this route, although the cheapest across 
the state, will be reduced in a short time, railroad 
lengthened, and speed increased, 

Leave Cincinnati in the morning, arrive at Co- 
jumbus at night. 

Leave Columbus in the morning, arrive at San- 
dusky same day. 

Leave Sandusky, by Boat, in the morning, arrive 
at Buffalo next morning in time for the Cars north 
and east for Niagara Falls, Canada, Saratoga 
Springs, Troy, Albany, Boston, New York, Wash- 
ington, or ag 

Passengers should not omit to pay their fare 
through from Cincinnati to Sandusky, or from Co- 
lumbus to Sandusky via Mansfield ; as this route is 
the only one that secures 56 miles [this road is run 
over in 2h. 50m.,] most railroad which is new, and 
is the shortest, cheapest and most expeditious across 
the state. / 

Fares on the New York railroads are about to be 
reduced, B. HIGGINS, Sup’t, etc, 

Saudusky, Ohio. M. 4 S. C. R. Rs Co. 


HE SUBSCRIBER IS PREPARED TO 
execute at the Trenton Iron Works, orders for 
Railroad Iron of any required pattern, and warrant- 
ed equal in every respect in point of uality to the 
best American or imported Rails. Also on hand 
and made to order, Bar Iron, Braziers’ and Wire 








mediate places, 10 45 a.m.; 230 p.m. Rods, etc., ete. 
Leave Williams’ Bridge for City Hall, at 8 50 PETER COOPER 17 Burling Slip. 
and 11.50 a.m.; 1, 345 and 4 05 p.m. ly49'Lyl0 New York. 























D MACON AND WEST. 
Ga.—These Roads with the 


oe ae AN 
éin' Railroad 
Western and Atlantic Railroad 


of the State of Georgia, form a 


continuous line from Savannah to Oothcaloga, Ga., 
of 371 miles, viz: 

Miles. 
Savannah to Macon—Central Railroad ....... 1 
Macon to Atlanta—Macon and Western....... 101 


Atlanta to Oothcaloga— Western and Atlaniic.. 80 
Goods will be carried from Savannah to Atlanta 
and Oothcaloga, at the following rates, viz: 


On. V4) etn ote Sugar,Cof- 
ee, Liquor, ging, Rope, 
Batter, | tie ag Temeso. 
Leather, Hides, Cotton 
Yarns, Copper, Tin, Bar & 
Sheet Iron, Hollow Ware & 
CRIS 6. at ins 0.4. cnsie 04b05: $0 
Flour, Rice, Bacon in Casks 
or boxes, Pork, Beef, Fish, 
Lard, Tallow, Beeswax, Mill 
Gearing, Pig Iron and Grind 
Stones 
On Measurement Goods—Box- 
esof Hats, Bonnets and Fur- 
niture, per cubic foot....... 
Boxes and Bales of Dry Goods, 
Saddlery, Glass, Paints, 
and Cwnfectionary, 
per cubic foot 
Crockery, per cubic foot...... 
Molasses and Oil, per hhd., 
(smallercasksin proportion). 9 00 
Ploughs, (large,) Cultivators, 
Corn Shellers, and Straw 
Cutters, each .... 220 cccese 
——_ (small,) and Wheel- 


ee eee eee eee ee 


¢ 


Atlanta. 
To 
Ootncaloga, 


s 
$ 


~J 
i>) 


0 624 


eee rete eee eee eeeeee 


0 20 pr. LOO Ibs. 35 
Cin, *.... ae 


12 50 


1 50 
0 80 1 05 
Salt, per Liverpool Sack 0 70 0 95 

Passage—Savannah to Atlanta, $10; Children, 
under 12 years of age, half price, 

Savannah to Macon, $7. 

Xx‘ Goods consigned to the subscriber will be for- 
warded free of Commissions, 

7‘ Freight may be paid at Savannah, Atlanta 
or Oothcaloga. 

F. WINTER, Forwarding Agent, C. R. R. 
Savannah, Aug. 15th, 1846. ly34 


REAT SOUTHERN MAIL LINE! VIA 

I Washington city, Richmond, Petersburg, Wel- 

don and Charleston, 8. C., direct to New Orleans. 

The only Line which carries the Great Southern 

Mail, and Twenty-four Hours in advance of Bay 
Line, leaving Baltimore same day. 

Passengers leaving New York at 44 P.M., Phila- 
delphia at 10 P.M., and Baltimore at 64 A.M., pro- 
ceed without delay at any point, by this line, reach- 
ing Richmond in eleven, Petersburg in thirteen and 
@ half hours, and Charleston, S. C., in two days from 
Baltimore. 

Fare from Baltim 

“ “ 


eeeee 





ore to Charleston 
- Richmond 
For Tickets, or further information, apply at the 
Southern Ticket Office, adjoining the Washsngton 
Railroad Office, Pratt street, Baltimore, to 
lyi4 STOCTON & FALLS, Agents, 
4 AILROAD SCALES.---THE ATTEN- 
tion of Railroad Companies is particularly re- 
quested to Ellicotts’ Scales, made for weighing load- 
ed cars in trains, or singly, they have been the iu- 
ventors, and the first to make platform scales in the 
United States; supposing that an experience of 20 
years has given a knowledge and superior advan- 
tage in the business. 


The levers of our scales are made of wrought 
iron, all the bearers and fulerums are made of the 
best cast steel, laid on blocks of granite, extending 
across the pit, the upper part of the scale only being 
made of wood. E. Ellicott has made the largest 
Railroad Scale in the world, its extreme length was 
one hundred and twenty feet, capable of weighing 
ten loaded cars at a single draft. It was put on the 
Mine Hill and Schuylkill Haven Railroad. 

We are prepared to make scales of any size to 
weigh from five ee to two hundred tons. 

LLICOTT & ABBOTT. 
Factory, 9th street, near Coates, cor. Melon st. 


eee eeeee 





AMERICAN 





EORGIA RAILROAD. FROM AU- 

GUSTA to ATLANTA—171 MILEs. 
AND WESTERN AND ATLANTIC RAILROAD FROM AT- 
LANTA TO OOTHCALOGA, 80 MILES. 

This Road tn connection with 

> the South Carolina Railroad and 
Western and Atlantic Railroad now forms a con- 
tinuous line, 388 miles in length, from Charleston 
to Oothcaloga on the Oosténaula River, in Cass Co., 
Georgia. 














ca Sl so & 
SEe's| 582s 
RATES OF FREIGHT. S¥e2| Syes 
a= 8176 6 
250 miles.|386 miles. 
ist class.|Boxes of Hats, Bonnets, 
and Farnature, per cu- 
bie [008 25 araesm e05% 30 16 ($0 25 
2d class.|Boxes and Bales of Dry 
Goods, Sadlery, Glass, 
Paints, Drugsand Con- 
fectionary, per 100 lbs.| 0 90 | 1 40 
\3d class,|Sugar, Coffee, Liquor, 
agging, Rope, Cotton 
Yarns, Tobacco, Lea- 
ther, Hides, Copper, 
Tin, Bar and Sheet 
Iron, Hollow Ware, 
Castings, Crockery,ete.| 0 55 | 0 75 
4th class,|Flour, Rice, Bacon, Pork, 
Beef, Fish, Lard, Tal- 
low, Beeswax, Fea- 
thers, Ginseng, Mili 
Gearing, Pig Iron, and 
Grindstones, ete...... O 374 | O 623 
Cotton, per 100 Ibs...... 045 | 0 65 
Molasses, per hogshead.| 8 50 [13 50 
“ “ “barrel....| 200 | 3 25 
Salt per bushel......... 017 
Salt per Liverpool sack.. 95 
Ploughs, Corn Shellers, 
Cultivators, Straw Cuat- 
ters, Wheelbarrows... 0 75 1 37 


German or other emigrants, in lots of 20 or 

more, will te carried over the above roads at 2 cents 

per mile. 

Goods consigned to S. C. Railroad Co. will be 

forwarded tree of commissions, Freight may be 

paid at Augusta, Atlanta, or Oothcaloga. 

J. EDGAR THOMSON, 

Ch. Eng. and Gen. Agent. 
1846. *44 ly 


HE WESTERN AND ATLANTIC 
Railroad.—This Road is now in operation to 
Oothcaloga, a distance of 80 miles, and connects 
— (Sundays excepted) with the Georgia Rail- 
road. 
From Kingston, on this road, there is a tri-weekly 
line of stages, which leave on the arrival of the cars 
on Tuesday, Thursday and Saturday, for Warren- 


Augusta, Sept. 2d, 





60 }ton, Huntsville, Decatur and Tuscumbia, Alabama, 


and Memphis, Tennessee. 
On the same days, the stages leave Oothcaloga 
for Chattanooga, Jasper, Murfreesborough, Knox- 
ville and Nashville, Tennessee. 
This is the most expeditious route from the east to 
any of these places. 

CHAS, F. M. GARNETT, 

Chief Engineer. 

Atlanta, Georgia, April 16th, 1846, lyl 


HILADELPHIA, WILMINGTON & 
BALTIMORE RAILROAD.--1847. 


Winter Arrangement. ore 


Philadelphia for Baltimore...8 a.m. and 4 p.m. 
Baltimore for Philadelphia. ..9 a.m. and 8 p.m. 
Connecting in Baltimore with Mail Lines south and 
west, as per notice of the Baltimore and Ohio Rail- 
road—and with Mail Lines north from Philadelphia, 
both morning and afternoon. 

Sundays, the Morning Lines do not run in either 
direction. 

Accommodation train from Wilmington to Phi- 
ladelphia, leaves i awe ct - 8 a.m., and returns 








Office, No. 3 North 5th street, 
ly25 Philadelphia, Pa. 





at 2 p.m. MBLE, 


2tf Engineer and General Superintendent. 
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ITTLE MIAMI RAILROAD.-—-OPEN 
TO SPRINGFIELD—Distance 84 miles— 
connecting at Xinia and Spring: 
ee field with Messrs. Neil, Moore, 
& Co’s. daily daylight lines of ing east 
and north, to Colamabeal Zanesville, Wheeling, 
Cleveland, and Sandusky City. via Urbana, Belle- 
fontaine, Kenton, and the Mad river and lake Erie 
railroad, or Columdus, Delaware, and the Mansfield 
and Sundusky City railroad—forming, by these con- 
‘nections, the cheapest and most expeditious route to 
Buffalo, Niagara Falls, Roehester, Albany, New 
York, and Baston. ‘ 
On and after Thursday, August 13, 1846, until 
er ,a train will run as fllows: 
Leave Cincinnati daily at9 A. M., for Milford, 
's Crossing, Deerfield, Morrow, Fort Anci 
F Waynesville, Spring Valley, Xenia, O 
Town, Yellow gs, and id. 
at 4 hours 36 


Returning, will leave 
cks runs in eennection 





minutes A. M. A line 
with the Cars, between Deerfield and Lebanon. 

Fare—From Cincinnati to Lebanon....$1 00 

S - “ Xenia... 1 50 
“ Sprinefield.. 2 00 
“ Columbus.....4 00 
“ Sundusky city 8 00 

The Passenger trains runs in connection with 
— & Gorman’s line of Mail Packets to Louis- 
ville. 

Tickets can be procured at the Broadway Hotel, 
Dennison House, or at the Depot of the Company, 
on East Front street, 

Further information and through tickets for the 
Stage lines, may be procured at P. Campbell, Agent 
on Front street, near Broadway. 

The company will not be responsible for baggage 
beyond 50 dollars in value, unless the same is re- 
turned to the conductor or agent, and freight paid at 
of a passage for every $500 in value over that 
amount. 

The 14 P. M. train from Cincinnati, and the 2 
40 P. M. train from Xenia, will be discontinued on 
and after Monday, the 10th instant. 

A freight train will run daily. 
4ne W. H. CLEMENT, Sup’t. 

OUTH CAROLINA RAILROAD.---A 

Passenger Train runs daily from Charleston, 


on the arrival of the boats from 
Wilmington, N.C., in connection 
with trains on the Georgia, and Westérn an n- 
tic Railroads—and by stage lines and steamers con- 
nects with the Montgomery and West Point, and 
the Tuscumbia Railroad in N. Alabama, 
— through from Charleston to Montgomery 
MIE skein sg eendgenges ses ccneesee eens 
Fare through from Charleston to Huntsville, 
Decatur and Tuscumbia.... bac ess 
The South Carolina Railroad Co. engage to re- 
ceive merchandize consigned to their order, and to 
forward the same to any point on their road; andto 
the different stations on the Georgia and Western 
and Aiiantic railroad ; and to Montgomery, Ala., by 
the West Point and Montgomery Railroad, 
_JOHN KING, Jr, Agent. 


AILWAY IRON.—THE BEST QUALITY 
of English Heavy H Rails—60 Ibs. to the yard 
—now in store, landing from the vessel, and on ship 
board to arrive, for sale on most favorable terms by. 
DAVIS, BROOKS & CO., 
Jan. = [itf]} 








68 Broad St., New York. ~: 


O RAILROAD COMPANIES AND MAN- 
ufacturers of railroad Machinery. The subseri- 
bers have for sale Am. and English bar iron, of all 
sizes; English blister, cast, shear and spring steel ; 
Juniata rods; car axles, made of double refined iron; 
sheet and boiler iron, cut to pattern; tiers for loco- 
motive engines, and other railroad iage W) q 
made from common and double refined B. Q. iron; 
the latter a very superior article. The tires are 
made by Messrs. Baldwin & Whitney, locomotive 
engine manufacturers of this city. Orders addres. 
sed to them, or to us, will be pro a —— 
When the exact ees oes A tee w ae in 
the order, a fit to those wheels is guaran saving 
to the purchaser the expense of turning them out in- 
side. THOMAS & EDMUND 
'a45 +=. E. cor. 12th and Market sts., Philad. Pa . 
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IORRIS. LOCOMOTIVE WORKS. 


BUSH HILL, PHILADELPHIA, Pennsylvania. 














Dam For Sale. A lot of land on Gravelly 
Point, so called, on the Mill Dam, in Roxbury, 
fronting on and east of Parker containing 
68,497 square feet, with the following buildings 
thereon standing. 

Main brick building, 120 feet long, by 46 ft wide, 
two stories high. A machine shop, 47x43 feet, with 
large engine, face, screw, and other lathes, suitable 


to de any kind of work. 


Pattern shop, 35x32 fe. with lathes, work benches, 

Work shop, 86x35 feet, on the same floor with the 
pattern shop. 

my shop, 118 feet long by 44 feet wide on the 
ground floor, with two large water wheels, each 16 
teet long, 9 ft diameter, with all the gearing, shafts, 
drums, pulleys, &c., large and small trip hammers, 
turnaces, forges, rolling mill, with large balance 
wheel and a large blowing apparatus for the foundry. 

Foundry, at end of main brick building, 60x454 
yeet two stories high, with a shed part 453x20 feet, 
vontaining a large air furnace, cupola, crane and 
corn oven. 

Store house—a range of buildings for storage, etc., 
200 feet long by 20 wide. 

Locomotive shop, adjoining main building, front- 
ing on Parker street, 54x25 feet. 

Also—A lot of land on the canal, west side o 
Parker st., containiug 6000 feet, with the following 
buildings thereon standing: 

Boiler house 50 feet long by 30 feet wide, two sto- 
ries, 

Blacksmith ae 49 feet long by 20 feet wide. 

For terms, apply 0 HENRY ANDREWS, 48 
Siate st., or to RTIS, LEAVENS & CO., 106 
State st., Boston, or to A. & G. RALSTON & Cv., 
i nuladelphia, ja4) 


O RAILROAD COMPANIES anp BUILD- 
ERS OF MARINE AND LOCOMOTIVE 

















ANUFACTURE their Patent 6Whee) Combined and 8 Wheel Locomotives of the following descrip- 


tions, viz: 


Class 1, 15 inches Diametr 0! 
“« 2 14 “ bs 
“ 3; 144 ‘ ‘“ 
“ P 4, 123 “ 6b 
i 5, 114 we “ 
é 6, 10} “ tc 


xX 20 inches Stroke. 
x 24 ‘“ iT3 
x 20 ‘“ «ce 
x 20 é“ “ 
x 20 it3 “ 
x 18 "“ “ 


Cy linder, 
of 


“ce 


With Wheels of any dimensions, with their Patent Arrangement for Variable Expansion. 
_ Castings of al) kinds made to order: and they call attention to their Chilled W heels, 
for tre ‘Trucks of Locomotives, Tenders avd Cars. 


NORRIS, BRIOTHERS. 





Kee FRIE BRICK. F. W. 
BRINLEY, Manufacturer, Perth Amboy, 
N.J. Guaranteed equal to any, either domestic or 
foreign. Any shape or size made to order, Terms, 
4 mos. from delivery of brick on board. Refer to 
pau Geeer, tow York 
Peter ; ew York. 
Murdock, Leavirt & Co. 
J. Triplett & Son, Richmond, Va. 
J. R. Anderson, Tredegar Iron Works, Rich 
mond, Va. 
J, Pauon, Jt} philadelphia, Pa. 
J. M. L. & W. H. Scovill, Waterbury, Con. 
N. R, Serew Co.? provicence, R. I. 


Eagle Screw Co. i 
William Parker, Supt. Bost. and Wore. R. R. 


New Jersey Malleable Iron Co., Newark WN. J 
Gardiner, Harrison & Co, Newark, N.J 
25,000 to 30,000 maile weekly, 





3h 


HE NEWCASTLE MANUFACTURING 
Company continue to furnish at the Works, 
situated in the town of Newcastle, Del., Locomotive 
and other steam engines, Jack screws, Wrought iron 
work and Brass and Iron castings, of all kinds con- 


nected with Steamboats, Railroads, etc.; Mill Gear-|; 


ing of every description; Cast wheels (chilled) ot 
any pattern and size, with Axles fitted, also with 
wrought tires, Springs, Boxes and bolts for Cars; 
Driving and other wheels for Locomotives. 

‘The works being on an extensive scale, all orders 
will be executed with promptness and despatch. 
Comraunications addressed to Mr. William H. 
Dobbs, Superintendent, will meet with immediate 
attention. ANDREW C. GRAY, 
a45 President of the Newcastle Manuf. Co. 

AILROAD IRON AND. LOCOMOTIVE 

‘Tyres imported to order and constantly on hand 
i a 3 A. & G. RALSTON 
Mar. wt 





a) 


ENGINES AND BOILERS. 
PASCAL IRON WORKS. 


WELDED WROUGHT IRON TUBES 


From 4 inches to 4 in calibre and 2 to 12 feet long, 
capable of sustaining pressure from 400 to 2500 Ibs. 
per square inch, with Stop 3, T*, Le, and 
Other fixtures to suit, fitting together, with screw 
ints, suitable for STEAM, WATER, GAS, and fos 

MOTIVE and ciher STEAM BOILER F vas, 


Grade 


Manufactured and for sale by 
MORRIS, TASKER & MORRIS. 
Marehouse S. E. Corne: of Third & Walnut Streets, 
PIN LADELPHIA. 


O LOCOMOTIVE AND MARINE EN- 
ine Boiler Builders, Pascal lron Works, 
Philadelphia. Welded Wrought lron Flues, suita- 
ole for Locomotives, Marine and other Steam En- 
gine Boilers, from 2 to 5 inchesin diameter. Also, 
Pipes for Gas, Steam and other purposes; extra 
strong Tube for Hydraulic Presses; Hollow Pis- 
tons for Pumps of Steam Engines, etc... Manufac- 
ture‘ and for sale by 
MORRIS TASKER & MORRIS, 
Waret.ouse S. E. corner 3d and Walnut Sts., Phila 
delphia lf 


ATENT INDESTRUCTIBLE WATER 
Pipes. The subscribers continue to manufac- 

ture the above Pipxs, of all the sizes and strength 
— for City or Country use, and would iavite 
individuals or companies to examine its merits.— 
This pipe, unlike cast iron and lead, imparts neither 
color, oxide or taste, being formed of strongly rivet- 
ed sheet iron, and evenly lined on the inside with 
hydraulic cement. While in the process of laying, 
it has a thick covering externally of the same—thus 
forming nature’s own conduit of stone. The iron 
being thoroughly enclosed on both sides with cement, 
precludes the possibility of rust or decay, and ren- 
ders the pipe truly indestructible. The prices are less 
than those of iron or lead. We also manufacture 
Basons and D. Traps, for Water Closets, on a new 
principle, which we wish the public to examine at 

















| 








4 South Front St., Philadelphia. 





112 Fulton street, New York, 
wrt J. BALL & CO, 

















AMERICAN RAILROAD 


RR eee 


Items from late English Papers. 

Weare principally indebted to the London Mining 
Journal, of January 9th, for the following items of 
intelligence, from abroad. 

Lancaster and Carlisle Railway Works. 
—At the banquet by Messrs. Stephenson, 
Brassey, and Mackenzie, the contractors, in 
celebration of the opening of the Lancaster 
and Carlisle, the following facts were stated 
in a speech from Mr. Mould, the contractors’ 
superintendent. In the blasting of rocks, no 
less than 4800 barrels, or 200 tons, of gun- 
powder had been used. The patent fusees 
alone, if put on a line, would reach 400 miles. 
The number of ‘nights during which the men 
worked was 152,147. The number of horses 
employed was 10,500. No fewer than 400,- 
000 yards required blasting, as it could not 
be removed by any other means. The num- 
ber of bridges on the line was 219; of cul- 
verts, 230; and of viaducts 500. The great- 
est number of men employed was about 10,- 
000, and the number of workmen altogether 
was equal to 3,000,000 in one day—whilst 
the excavations averaged 100,000 cubic yards 
per mile. The number of wagons employed 
waz 2200, which, if extended in a line, would 
reach nearly five miles; and the temporary 
wheeling planks, placed end to end, would 
extend to 35 miles. 


Consumption of Smoke.—Mr. T. M. Dean 
of Stockport, has obtained letters patent for an 
improvement in the construction of furnaces 
of steam engines and other boilers, by which 
the combustible vapors are consumed, and 
fuel economised. It consists in dividing the 
furnace between the fire doors and bridge 
into. two parts by.a partition wall ; for feeding 
each of which with, there is a double feedizz 
apparatus attached, worked by the engine in 
such manner, that when one side of the fur- 
nace is being fed, the damper on that side is 
elosed, and the body of dense smoke passing 
over the incandescent fuel on the other side 
is consumed, and vice versa. The machinery 
for effecting the necessary movements in sim- 
ple and complete, but cannot be described 
without a diagram. 


Application for Charters.—The following 
is the result of all the private bills for rail- 
ways, canals, etc., deposited in the Private 
Bill Office, for the consideration of Parlia- 
ment, with the amounts of estimated expenses, 
namely: railways, £90,789,274 ; canals, 297,- 
950; water works, £1,063,631; docks, £2,- 
996,683; pier and harbors, £263,031 4 ; bridg- 
es, £13,000; roads, 13,140; miscellaneous, 
£186,358 ; total, £95,710,0671. The capital 
stock of these schemes is £82,100-970, and 
they are authorized to borrow the sum. of 
£33,472,794. 

Important Experiment.—An interesting 
and very important experiment was made 
this week, at the Prior Field Iron Works, 
belonging to Mr. H. B. Whitehouse, on 
some cast iron girders intended for the steam 
factory buildings at Portsmouth, now in the 
course of erection. The experiment was made 
under the direction of Captain James, of the 
Royal Engineers, on the part of the Admi 
ralty, and in the presence of Mr. Peter Rolls, 
contractor for the works at Portsmouth, Mr. 





a 








Henry Smith, of West Bromwich, and several 
other gentlemen ; and nothing could be more 
satisfactory than the result—es the girders 
did not break till they had sustained the 
weight of 30} tons over the weight which 
the strength of the girders, computed b 
Hodgkinson’s rules, was calculated to brea 
with. The mass of iron distributed over 
these girders exceeded 7 feet in height, and 
showed that the castings were capable of sus- 
taining a very much larger weight than they 
could ever be londed with in the factory for 
which they aré intended.— Aris’ Birming- 
ham Gazette. ea 

Steam Superseded.—Sit John Rennie, in 
his able annualsaddress, says—“ The steam 
engine itself, improved as it is, and wonder- 
ful as has been the results produced by it, is 
capable of further improvements. Its bulk 
and weight may be further diminished, both 
in the form and construction of the boiler as 
well as the engine itself, and thus in effect, 
its power may be increased ; or it may be re- 
served to us to discover the means of produc- 
ing, and rendering subservient to our pur 
poses, some other power which shall surpass 
steam, or, perhaps, to substitute for it that all- 
powerful agent, electricity, which Jacobi has 
already attempted to apply to navigation. — 
Obscure and difficult as the subject may ap- 
pear now, it may still be realized. Our inde- 
fatigable and enlightened honorary member, 
Faraday, has pointed out the way, and is still 
proceeding in his distinguished career with 
remarkable success, and we must not lose the 
opportunity of profiting by it: in fact, by well 
directed and combined ‘exertions, it is tmpos- 
sible to foresee the results which may yet be 
arrived at."—Sir J. Rennie’s Address. 

Railways.—T he present week commenced 
by the railway share market being very flat ; 
notwithstanding which, some of the old lines 
advanced a little. Tuesday and Wednesday 
business remained excessively dull, and with 
a marked tendency to further decline in the 
majority of new lines; the country orders, 
which came in so freely last week, have sud- 
denly ceased; and the dullness may, in a 
great measure, be attributed to that circum- 
stance. An evident improvement took place 
on Thursday ; prices rallied, and were pretty 
well maintained, and the market as yes- 
terday without any particular relapse towards 
its former dullness. 

Iron Steamers.—T he following provisions 
in the Steam Navigation Act of last session, 
which came into operation on Friday last, 
has reference to iron steamers. Section 2. 
“ And be it enacted, that all steam vessels 
built of iron, of 100 tons burden, the building 
of which shall have been commenced after 
the passing of this Act, shall be divided by 
transverse water tight partitions, so that the 
fore part of the vessel shall be separated from 
the engine room by one of such partitions.” 
The Act was passed on 28th August. 

1 You will not have forgotten the quo- 
tation made in a preceding letter from Le Sie- 
ele, relative to the demand made by the North- 
ern railway company, to be allowed to import 
rails from England on paying a somewhat 
smaller duty than that fixed in the tariff. The 
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Siecle of this day announces that this demand, 
after being taken into consideration by the 
government, has been rejected. 

Railway Trafic Retwrns.—From these 
returns, it will be seen, that the amount of 
traffic for the last week, on nearly 2730 miles 
of railway, was £142,627, thus accounted for: 
£77,385 for the conveyance of passengers 
only, £33,919 for the carriage of goods, and 
a remainder of £31,323 for passengers and 
goods together, not respectively apportioned; 
being an increase overthecorresponding week 
of last. year of £19,386. 

London and. York Railway.—The works 
on this line are proceeding with the utmost ra- 
pidity. . Nearly the whole of the land is in 
the possession of the company, and surveyors 
are engaged on the entire length of the line, 
staking out, etc. 

French Railways.—No tender has been 
made to the Minister of Public Works for 
undertaking the St. Dizier and Gray railroad, 
consequently the execution of the works re- 
mains in the hands of the government. 

Railway Speed.—The government inspec- 
tor, Capt. Coddington, travelled by the Great 
Western on Monday, at the rate of seventy- 
two miles an hour ! 





? Foreign Extracts. 

Atmospheric Railways.—The atmospheric 
system has been the subject of much discus- 
sion here and elsewhere. It was first pro- 
posed in 1824, by Vallance, of Brighton, 
where a working model was constructed ct 
sufficient dimensions for the carriages to be 
introduged at one end of a tunnel; and the 
air being exhausted by a steam engine at the 
other,they were propelled forward by the pres- 
sure of the atmosphere. It was even pro- 
posed to adopt the system for the speedy trans- 
mission of letters ; the system, however, was 
necessarily so imperfect, that except for the 
ingenuity of the idea, it was of no practical 
utility. It was afterwards improved by Med- 
burst, in 1827, and was brought forward 
Pinkus, in a more complete form, in 1] 
by making the carriages travel outside the 
tube; and in 1839 it was further improved 
and patented by Clegg ; since that period it 
has been brought into operation by Clegg & 
Samuda, who tried an experiment upon a 
working scale in 1840, for about a mile in 
length, at Wormwood Serubbs. ‘This expe- 
riment showed that a load of six tons could 
be propelled ata velocity of 30 miles an hour 
with an atmospheric tube only nine inches in 
diameter, and induced the leading proprietors 
of the Dublin and Kingstown railway to.adopt 
it, for extending that line to Dalkey, a dis- 
tance of 1 3-4 mile, where the country was 
difficult, and not well adapted for locomotives. 
That extension was opened in the latier end 
of 1843, and has continued working ever 
since. The line is single; the rails, though 
rather lighter, are laid upon the ordinary 
plan ; and in the centre between them there 
is a tube about 15 in. diameter, having a slit 
or opening at the top, which is closed by an 
elastic valve ; a piston fitted to the foremost 
carriage of the train, is inserted into the tube 
which is connected at the upper end with an 
air puinp, worked by a steam engine, which 








exhausts the air from the tube, and the piston 
attached to the foremost carriage is then urg- 
ed along the tube by the pressure of the at- 
mosphere, and draws the train with a veloci- 
ty in proportion to the perfection of the vac- 
uum in the tube; as fast as the piston ad- 
vances, the vulve in the slit of the tube is 
opened, and is closed again after the piston 
has passed, and is rendered tight and imper- 
vious to air by a composition of fatty matter 
in the groove into which the edge of 
the valve falls. The planes of this line are 
extremely steep, being in some places 1 in 50 
and the curves are very sharp. The highest 
vacuu:s obtained has been 26 inches, with a 
of 35 miles an hour. The train re- 
turas from Dalkey by gravity alone. Fora 
first experiment, it has been tolerably suc- 
cessful. The system is being tried upon a 
larger:scale upon the Croydon and the South 
Devon railways ; a portion of the former has 
been opened, and a speed of 60 miles an hour 
has been obtained, with a vacuum in the tube 
of 27 in. ; and a train consisting of ten car- 
riages, weighing 50 tons, has been propelled 
5 miles in 8 1 4 minutes, or at the rate of 35 
miles an hour. the barometer indicating a 
vacuum of 25 to 28 in. The engines are 3 
miles apart, and a power of 300 horses is 
employed for the whole distance. The tube 
"is 16 inches in diameter, and the air pump 6 
feet 3 inches diameter ; the steepest plane is 
1 in 50. The South Devon line has not yet 
been tried. Considering the recent introduc- 
tion of this system, and the new contrivances 
required in all its details, much has been done 
—with further experience, it is not ifnproba- 
ble much more will be effected. Pilbrow, in 
1844, patented a modification of the system, 
which is ingenious, but has not yet been suf- 
ficiently tested to prove its merit. Hallette 
proposed to improve the valve on the top of 
the atmospheric pipe, by means of two small 
inflated clastic tubes, fixed in grooves on each 
side of the opening on the top of the pipe, 
through which the rod attached to the piston 
should slide between the tubes, and which 
should close the orifice as the piston moved. 
This ingenious idea requires the test of expe- 
rience.— Rennie. 





New Railway System in France.—The 
new railway opened in June last, from Paris 
to Sceaux, and constructed on the principle 
of ‘a series of curves of small radii, has cre- 
ated a great deal of interest, as establishing 
a new theory in railway locomotion, and 
breaking down the barriers of prejudice, 
which obstinacy and ignorance had reared 
around this new national system. » The dis. 
tance from Paris to Sceaux is about 6} Eng- 
lish miles ; and in this distance the line tra- 
Verses curves in all directions, of 150, 50, 
and even 30 metres radius; sometimes a 
straight line for a short distance precedes or 
succeeds a curve, and at others a curve suc. 
ceeds another, bat in a contrary direction, 
and gradients of all kinds are met with in 
the distance, the line much resembling a zig- 
zag sheep wilk up a hill side. The train 
thus resembles a gigantic serpent, twisting 
and twining in all directions as it passes over 
the gellow sand: but no accident, no running 
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off the rails, is feared as the result, M. Ar- 
noux, the inventor of the system, has long 
turned his attention to the inconvenience and 
danger of perfectly ridged axles, and the 
wheels running with them, and the construc- 
tion of the wheels and axles is the principal 
point in the system ; the construction of the 
beds of the carriages will differ very little 
from those of ordinary carriages. Each axle 
is pierced in the centre with a main iron bolt 
on which it can turn horizontally, while the 
wheels mounted on patent cylindrical boxes 
have free play on the journals, The fore and 
hind wheels of the different carriages in suc- 
cession are united by a carriage beam, which 
is piérced by the main bolts which hold the 
axles, and which support two transoms, on 
which the beams are placed. The fore ax- 
les of the first coach receive its direction from 
the road itself; to effect which, two irons, 
each having two prongs, are attached to the 
centre of the front axle; these prongs de- 
scend to the rails on both sides, and carry a 
small wheel which, touching the rail, gives 
to the axle the right direction to the road, 
The carriages are also united by cross chains 
to carry the first impulse given throughout 
the train, and there are some minor details 
which are not of importance to describe. 
The appearances at each termini are singu- 
lar; the station is oval, and the trains are 
ranged in a curve, with the coaches standing 
on the same rail, at nearly right angles with 
each other; while all the axles converge as 
radii, to a point in the centre, where stands 
a flag staff. Here are no multiplicity of rails, 
no switches, needles, turntables, etc. The 
train comes on at one side of the oval, on a 
single pair of rails, waits till another train 
comes in, when it gracefully performs the 
circuit, passing off at the other side of the 
oval, and on to the same line again. The 
fares are—saloons 10d., first class 7d., second 
5d. and third class 3d. The average speed 
is, perhaps, 25 minutes for the distance, which 
considering the nature of the road, and the 
number of stations, is sufficiently fast for the 
length ; but express trains, without one stop- 
page, have gone at the rate of 37 miles an 
hour. M. Arago, one of a commission ap- 
pointed by government to investigate the new 
system, has reported thereon ; in which he 
remarks, that it would not impose an increase 
of expense for traction ; that with respect to 
safety the most timid ought to be satisfied ; 
that railways may henceforth be constructed 
at much less expense ; and that the name of 
M. Arnoux will be most honorably placed 
by the side of others, who, by their inven- 
tions, have rendered great service to railways. 


Goddard’s Improved Anemomeier.— The 
increasing attention which men of science 
are giving to the study of atmospheric influ- 
ences, has induced many attempts at improv- 
ing the anemometer; and the advantages 
which Mr. Goddard claims are, that the scale 
of time is five times larger than those in use 
within equal sized sheets, the register of di- 
rection is more accurate, an equal quantity 
of paper being used, and it can never fail to 





register ; the data also are more comprehen- 
sive. It consists of a double vane, shaped 





like a truncated cone, the sma!l ends being 
secured to a vertical brass tube, passing thro’ 
the roof of the building, and resting at its 
lower end in a socket, fixed on a table; to 
the lower end of this shaft is a cylinder, 
which rests on the table, and follows every 
movement of the shaft, its upper face cut 
obliquely ; the points of the compass being 
marked around its periphery. At a short. 
distance is fixed an upright drum, which 
turns upon its axis, and is acted upon by 
wheels and an endless screw in such manner 
that it always turns with the vane. Between 
the vain, shaft and drum, a vertical guide is 
fixed firmly on the table for the purpose of 
carrying x pencils, one under the other. 
To the top pencil, an arm, pendant from one 
end of a vibrating lever, is attached ; this Je- 
ver is supported by a bracket from the table; 
and, at its other end, it is connected by a pen- 
dant arm, with the minute hand of a clock, 
and which thus marks the time on the drum, 
while the oblique faced cylinder marks the 
point from which the wind blows, the upper 
— of the oblique circle being ‘north, the 
owest point south, and two intermediate points 
east and west. It is thus evident that, by 
drawing vertical lines on the paper round the 
drum, the movements of the wind at any gi- 
ven time may be clearly traced. 


Improvements in the Steam Engine by Dr. 
Haycraft.—The intention of Dr. Haycraft’s 
improvements in the steam engine is to save 
fuel, by the use of what he calls anhydrous, 
or perfectly dry steam. He has found that 
three conditions are necessary completely to 
effect this object ; first, that the steam should 
be separated from the water of ebullition, or 
priming, before leaving the boiler; secondly, 
that it should pass through a tube, or tubes, 
surrounded by steam of a somewhat higher 
temperature, which the inventor calls a sic. 
cator ; and, thirdly, that the working cylinder 
be also surrounded by steam of a somewhat 
elevated temperature. The two last condi- 
tions are easily effected by throttling the steam 
before it enters the siccator which supplies 
the engine. A low pressure engine which 
drives a flour mill has been altered on this 
principle, and it has been ascertained that the 
consumption has been diminished from seven 
to four pounds for each bushel of fiour ground. 
As, however, the adaptation of these three 
particulars is attended with coneiderabls ex- 
pense, the inventor has been induced to try 
the effect of using only what he calls a prim- 
ing chest, which fulfils the first condition, viz: 
that of separating the steam from the priming. 
This apparatus has been introduced into'the 
Lady of the Lake, one of the Iron Steamboat 
Company’s vessels, with a tubular boiler, and 
the machinery by Penn. It produces a sav- 
ing, as ascertained by the difference of tem- 
perature of the hot well, of one-sixth, with 
an increase of speed. ‘I'he engines work 
more steadily, and the boiler is not required 
to be blown out but once weekly, instead of 
thrice. The inventor, supposes the priming 
chest to be especially adapted for locomotives 
for the prevention of priming ; -he considers 





that priming takes place in.an insensible man- 
ner in all boilers, even.in those cases in avhich 




















Py ary emg moe 9 a 
inciple on which the steam is separated in 


Haycra’s priming chest, consists in causing 
the steam to reverbrate several times in an 
apparatus similar to what is used in purifying 
ges while the water separated is drained off 
y pipes. He has given 14 different forms 
in which it may be constructed, one of which 
somewhat resembles Seward’s separator. 


Effects of Shot on Iron Vessels, Kamptuli- 
con.—In a recent number of the Mining Jour 
nal, we inserted a letter from a correspondent, 
“J, H. 8.” (Newcastle-upon-Tyne) on this 
subject ; and although we cannot furnish the 
data required by him as to size of angle iron, 
thickness of plates, etc., we can state that 
Lieut. G. Walter, R.M., inventor of the kamp- 
tulicon, is still pursuing his experiments at 
Woolwich Dockyard, by order of the Lords 
of the Admiralty, on this important subject. 
Among other trials, he is now ascertaining 
whether this composition of caoutchouc and 
cork will answer as a medium for causing 
the adhesion of copper sheathing to the bot- 
toms of vessels built of iron, without nails of 
any kind. A part, or model, of one side of 
the stern of an iron built vessel, has been 
constructed in the part of this factory where 
the tubular boilers are proved, and a layer of 
the kamptulicon composition, of the thickness 
of felt, applied on the outside, to prevent the 
contact of the copper with the iron, which 
would soon, by its action destroy the latter. 
The kamptulicon composition causes the cop- 
per sheathing to adhere to the iron hull of 
the model very tenaciously ; and, if the thick- 
ness is found sufficient to prevent the action 
of the copper on the iron, a great advantage 
will be gained. The idea of pretecting the 
iron ships outside by the kamptulicon copper- 
ing, and their crews inside, from the effect of 
cannon shot, by a lining of this elastic sub- 
stance, which catches the splinters and closes 
over tne holes, even against the pressure of 
water, will render the ships of our iron navy 
the most perfect in the world. With respect 
to the kamptulicon coppering, we have no 
doubt, from the totally impervious nature of 
the material, and its resistance to any acids 
which could come in contact with it in such 
situation, that it will be found entirely to pre- 
vent any galvanic action between the copper 
and iron. We expect, however, in a few 
weeks the above experiments will be conclu- 
sive on the subject—the results of which we 
shall lay before our readers. 





Railroads in ‘England. 

A recent number of the Edinburg Review contains 
a lengthy article on the subject of railroads through- 
out the world, in which are gathered together a vast 
number of interesting facts on this important sub- 
ject. To make even a synopsis of the whole article, 
would cause us to transcend our limits; and we 
confine ouiselves to a detail of what it relates con- 
cerning railroads in the British empire. 

The Liverpool and Manchester Railroad 
was the first built in England, and was at 
first only intended to transport merchandize, 
because of the dilatoriness of the canal navi- 
gation between the two cities, it taking twice 
as long for cotton to reach Manchester from 
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New York! and the charges were.enormous 
at that, When this road was in course of 
building, and it had been resolved to, make 
use of the locomotive engine thereon, Mr. 
Stephenson, the celebrated engineer, diffi- 
dently suggested that twelve miles an hour 
might be accomplished by its use; but the 
idea was scouted by the “ knowing ones,” as 
the blockheads of the world style themselves, 
one of them even publishing a work for the 
purpose of proving that he shared net in Mr. 
Mr. S.’s insanity! He did that for himself, 
which Dogberry was so anxious that some 
one should do for him—wrote himself down 
an ass; for in a few months after, an engine 
went over that road at the rate of 29 miles an 
hour! It was soon proved, that more money 
was to be made by carrying passengers than 
merchandize, especially as the canals had pe- 
culiar facilities, if they but choose to exert 
them, for doing the latter; and though the 
freight sent over the road amounted to 1000 
tons per day, it fell short of the expectations of 
the projectors of the enterprize. But travel 
increased three-fold at once, and heavy divi- 
dends were the immediate result, and the 
shares were taken at a premium of 120 per 
cent. This road was opened in 1830, and its 
success led to the immediate building of oth- 
ers, so that by June 30, 1845, the number of 
miles of opened railroad in England, was 
2,118 1-4; and parliament had sanctioned 
the construction of eighteen hundred addi- 
tional miles. The average cost of the con- 
struction of railroads in England, was £35,- 
000 per mile, those on the wide gauge plan 
costing £40,000 This enormous cost has its 
cause, principally in the superior manner in 
which the English railways are constructed, 
the “way and works” actually absorbing 
£22,000 per mile of the cost. Land cost 

4000 per mile; locomotive power and 
working stock, £8000; and office and sun- 
dries, £1000. Total receipts on the several 
roads, for the year, ending June 30, 1846, was 
£6,309,714, of which the sum of £3,976,341 
was from passengers, and that of £2,333,373 
from freight. The amount of increase on 
freight was greater annually than that on 
passengers, and the average total, for the 
year 1845, excluding fractions, was £3000 
per mile. It is estimated that 42 per cent. of 
the revenue, is sunk in expenditures, leaving 
58 per cent., or £1740 per mile, as the profit 
on £35,000, being at the average rate of five 
percent. “Thus it appears,’ says the re- 
viewer, “that, although several great enter- 
prizes give ten per cent., the general average 
profits on these speculations does not amount 
to more than the ordinary profit engaged in 
large commercial investments. Many un- 
successful lines pay little or no interest on 
the capital sunk, and, indeed, some yield 
dividends of comparatively small amount ; 
and thus the larger dividends of the more 
successful lines are neutralized.” Is not this 
pretty much what has been the result in the 
United States? The per centage of the reve- 
nue from passengers in England, is 63 ; from 
freight, 37. It appears that the “ way tra. 


vel.” is much more profitable than the ter- 





Liverpool, as it did to reach Liverpool from 





not going over twelve miles each. nig 18 
contrary to what is generally supposed to be 
the case, most people thinking that the income, 
from travel is derived from persons going 
from one end of the line to the other. * It is 
clear,” as the Edinburgh says, “ that termi- 
nal populations have. but little connection 
with the financial success of railway 5 oe 
The main support is short traffic.” There 
are three classes of cars on the Eaglish 
lines, the travel in which is distributed as 
follows: First ‘class, 16 1-2 per cent; se- 
cond class, 43 1-2; third class,40. To each 
£100 of revenue, the different classes contri- 
bute at the following rates: First class, 
£40 14s.; second class, £42 16s.; third class, 
£16 10s. The reason why the third class.ig 
80 unproductive, when it should yield by far 
the most proportionate revenue, is: because 
there are four disturbing causes to prevent 
such a state of things, namely, high (compa+ 
rative) fares, unsafe and uncomfortable car- 
riages ; inconvenient hours, and slow travel- 
ling. The aumber of passengers carried 
over the English roads, for the year ending 
June 30th, 1845, was 33,791,253. The-loco- 
motive engines employed in drawing passen- 
ger trains alone, performed, that year, the 
work of 50,000 stage coach horses. The 
saving of money to travellers, was but a trifle 
under $7,000,000, that being the difference 
between the fare charged on the railroadsand 
what would have been paid for stage coach 
travelling. 


There has, as most people are aware, been 
a great railroad maniain England. During 
the height of it, parliament sanctioned the 
building of lines which, if completed, will 
make the whole number of miles of railroad 
in England 9300! Four thousand miles of 
railroad were authorized at the last session of 
parliament, which it will take the sum of 
£150,000,000 to complete, exclusive of loans, 
£50,000,000 will be required in addition to 
complete the lines previously authorized ; so 
that England will have, when all these ua- 
dertakings shall have been completed, and in- 
cluding the lines that have long been in ope- 
ration, about one. thousand three hundred 
millions of dollars invested in railroads! It 
is extremely doubtful, however, whether the 
various undertakings can all be completed, at 
least, for many years; but if all these roads 
should be constructed, say in five years, the 
pressure on the money market must be hea- 
vy indeed, and a monetary revolution will 
take place. All business operations will be 
affected, and Jabor seriously suffer. Nor will 
England alone be the sufferer. ‘That conn- 
try is the heart of the business world, and 
when the heart suffers, every part of the sys- 
tem must sympathize with it. We sball 
have our share of suffering, in consequence 
of the delusion on the subject of railroads in 
England. Even if the several schemes 
should all be successfully carried out without 
producing any immediate disastrous results, 
itis by no means probable that all the new 
lines will be profitable, and hence large 
amounts of capital will be sunk, which can- 
not fail to operate injuriously on trade: The 
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subject is one of moment, and cannot fail to 
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excite more attention than it has hitherto re 
ceived in this country, between which and 
d an indirect alliance is forming it- 
, founded 01 benefits received and benefits 
conferred by each party. 


The Iron Trade. 

We find in the Liverpool Albion of January 7 and 
11th, the following extracts trom the circulars of two 
or three extensive iron houses in England—and tho’ 
we have referred before to the subject generally, 
since the arrival of the last steamer, we have no 
doubt the annexed extracts will be found interesting 
to iron dealers in this country. 

From Messrs, Martin & Co's. Circular, Glasgow. 
..“ Allow us to offer you one or two short 
remarks on the Scvutch ircn trade of last 
r. 
“ Atthe end of 1845, our closest scrutiny 





made the stock 220,000 tons; at the end of 


— last, 130,000 ; now, at the end of De- 
r, fully 140.000. The increase, being 
chiefly in December, still goes on. 

“ We consider the very current estimate of 
the make for 1846, 520,000 tons, to be a fair 
approximation. 

“The supply of 1845 shows thus: 


220,000 
Si ia dal 520,000 —740,000 t 
Deducting the present stock .. 140,000 

The shipments and consumption appear to 
have been 600,000 tons. 

% We hold it useless to attempt classifying 
the items of consumption, any statements that 
are tried being of necessity arbitrary. It is 
accurately ascertained that the quantity sent 
off by the canal and Clyde was 313,000 tons, 
but this includes supplies to several large 
foundries near the canal. At the end of 1845 
the furnaces in blast were 88, at the end of 
June last, 94, and are now 100, (including 
2 new ones at Eylenton, and one at Glen- 
garnock.) 

-“ We are not only led to look at 100 as a 
minimum during 1847, but as a third will 
blow at Eglenton in a few days, and else- 
where one or two repairing are said by the 
owners to be on the point of blowing, we are 
induced to think the make in 1847 will not 
fall short of 600.000 tons, on the very usual 
assumption of 110 tons weekly average per 
furnace ; these recent additions strengthening 
our opinion that a few more furnaces will 
blow by degrees. 

“ Between stock and make we look for a 
supply in 1847 quite equal to 1846. As to 
the probable demand on it, opinion will be 
various. 

“The exports were, in October, 26,000 
" tons, in November, 21,000 tons, and in De- 
cember, 17,000 tons.” 

From Messrs, J. Stitt, Son & Co's. Circular, Jan. 4. 

“ On reference to the prices of iron during 
the past twelve months, you will observe that 
we have experienced very little fluctuation 
indeed. During the whole of the year the 
demand has been quite equal to the supply ; 
and the manufacturers have exercised great 
prudence in resisting attempts to raise prices 
to an excessive degree, apprehending very 
justly, that the temporary advantage gained 
thereby would be no equivalent for the ulti: 
mate injury which might result from such a 


ons, 
“ 
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step. In consequence of the demand for la- 
bor upon railways and other public works, 
and the difficulties which the iron master has 
always to contend with in the management 
of his workmen in times when wages are 
thigh, there has been very little increase to 
the make during the year. In fact, in some 
districts great difficulty is experienced in keep- 


coal, etc. 

“ This state of things is likely to continue, 
and when, along with it, we take into account 
the certain demand for iron which there will 
be for a length of time, we are led to the con- 
viction that the same steadiness will last 
throughout the year upon which we have 
just entered. 

“Manufactured iron has varied little in 
price throughout the year, with the exception 
of railway bars, which were driven above 
their relative value by extensive speculation ; 
the price, which, in January last, was as high 
as £11 10s., has declined to £9 15s,, to £10 
per ton, at which rates very extensive con- 
tracts have recently been entered into, and 
below which it is_probable purchases will be 
made throughout the year. The number of 
railways already forming, and their rapid 
extension in this and other countries, are a 
sufficient guarantee for such a demand for 
years to come, for iron required in their con- 
struction, as will secure to the trade a high 
state of prosperity. On accouat of the greater 
profit attending the manufacture of railway 
bars, much of the mill power formerly em- 
ployed in the production of merchant bars, 
and other descriptions of iron, has been di- 
rected to the former, and, in consequence, the 
make of the latter kinds of iron, has been 
curtailed a considerable extent. This remark 
applies especially to Welsh bar iron, the 
stocks of which are exhausted both in the 
hands of dealers and makers, and will be 
difficult to obtain, without an advance in price 
in quantity sufficient to meet the spring de- 
mand. An advance, from £8 10s. to £9 per 
ton, in Wales, has already taken place, which 
has compelled the dealers here to a propor- 
tionate rise in price, but which must be in- 
creased soon to meet the present cost and 
charges. Our impression is, that the price 
in this part will range through the spring at 
£9 15s. to £10 per ton. 

“ The demand for the finer descriptions of 
iron, manufactured in Staffordshire and 
Shropshire, is equally great, and the makers 
there have even more difficulty in keeping 
pace with it than their Welsh neighbors. It 
would be very easy for them to obtain a con- 
siderable advance, but the leading makers, 
from the prudential motives referred to, are 
anxious to keep rates as they are, and it is to 
be hoped that their counsels may prevail at 
= quarterly meeting which will shortly be 
held. 

“The increasing use of iron in the con- 
struction of steam and sailing ships, bridges, 
etc., (for the Menai tabular bridge alone 8,000 
tons are contracted for,) insures to this dis- 
trict full employment and high prices for a 
long time to come. 

“ Scotch pig iron being now an article much 





ing the old works fully going, from want of 








speculated in, has not maintained equal stea- 
diness of price with manufactured iron. Dur- 
ing: the- year. prices have varied from. 66s. to 
77s. 6d. per ton, cash, free on board at Glas- 
gow, for mixed numbers. In November, 
great dullness prevailed, and the price fell to 
68s. per ton, since when it has gradually ad- 
vanced to 75s. per ton, at which considerable 
firmness at present prevails. 

“The following statement of stocks shows 
a reduction during the year of about 80,000 
tons; a large quantity certainly, but which is, 
accounted for by the extensive shipments to 
the continent of Europe, induced by the mo- 
derate rates of 65s. to 70s. per ton, which pre- 
vailed from April to August. As the stock 
has not diminished since August, and we 
commence the year with about 150,000 tons, 
and may calculate upon a make of at least 
600,000 tons during it, should no unlooked ~ 
for obstruction arise, we may fairly count 
upon a sufficiency for all demands, and can- 
not expect any permanent advance above the 

resent rates: 


imated stock, December, 1845 
m make in 1846, 


220,000 tons. 
20,000 


eee cess eens 


740,000 
144,300 - 


stock Ist January, 1847.... 


95,700 


Extensive Manufactory. 

In the last number of Hunts’ “ Merchants’ Maga- 

zine,” we find the following notice of the perfumery 

manufactory of Eugene Roussel, in Philadelphia, 

which is the most extensive establishment in the 
United States. Mr. Hunt says: 


“M. Roussel is a Frenchman, and came to this 
oom A in 1838, when he commenced the manufac- 
ture of perfumery in every variety; and, froma very 
small beginning, he has risen to be one of the most 
extensive manufacturers in the world. The large 
experience which M. Roussel enjoyed in Paris, as 
foreman of the extensive house of Laguirer, Pere et 
Fils, so generally known for more than half a cen- 
tury throughout all Europe, and who were honored 
with a silver medal from the French government, 
at one of the great triennial exhibitions of the pro- 
ducts of national industry in France, eminently 
qualifies him to conduct, profitably and honorably, 
the business in which he is engaged. The capital 
invested in Roussel’s establishment, exceeds $50,000, 
and the number of hands employed, is over 100.— 
The shaving cream manufactured at this establish- 
ment, is of a superior quality, and exceeds 10,000 
pounds per annum; which at a very moderate cal- 
culation of 25 times for every box, would shave 
4,000,000. Roussel manufactures over 50,000 Ibs. 
of toilet soap, of all kinds, and 2,500 gallons of co- 
logne water, besides a large quantity of hair oils, 
pomatum, extracts for the handkerchief, hair dyes, 
ete. The amount of his annual sales of perfumery 
and soaps, exceeds $60,000. 

“* M. Roussel was the first to introduce mineral 
water into the United States, in bottles, which he 
commenced in 1839. The sales of this water did 
not average more than 10 or 15 dozen bottles pe 
day, and at this time he puts up and sells from 1500 
to 1400 dozen daily. Not less than 100 establish- 
ments for the manufacture, have grown up since M. 
Roussel introduced its manufacture jnto thé United 
States. The value of the corks consumed, alone 
amounts to $10,000 ; sugar, $12,000; cost of battles 
per annum, $6,000; number of bottles man ufactured 
per annum, 4,500,000. The total value of mineral 
waters sold, amounts to $60,000, The amount of 
wages paid persons in the manufacture of the several 
articles, is about $20,000. M. Roussel has received 
several gold and silver medals from the different 
industorial institutions of our country, and we have 
no doubt but that the articles from his establishment 
are equal in every respect to those made in Paris” 
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X‘p One or. two Comprete Sers of the Rartroap 
Journat may be had in a few weeks—or as soon as two 


numbers can be reprinted—by application to the Editor. 


x+> The Table of Railroads in the United States 
will. be sent out in the next number. 


FRANKLIN HOUSE, 

No. 105 Chestnut Street, Philadelphia. 

The undersigned takes the. liberty of calling the 
attention of the readers of the Journal to the fact that 
the Office is removed from New York to the Frank- 
Lin House, Philadelphia, where he will be always 
pleased to meet and greet them. They will not only 
find a pleasant Reading Room, with lots of foreign 
periodicals, treating of Railroads and Machinery, but 
they will always find good-sized and airy rooms— 
clean beds—and a well supplied table. If they would 
have further proof of this, they have only to call, 
and judge for themselves, and much oblige the pro- 
prietor, D. K. MINOR, 











Mr. Roebling’s Communication. 

We conclude, in the present number, the able and 
highly interesting article of Mr. Roesuine, on the 
subject of the great continuous chain of railroad 
from the Atlantic coast to the city of St. Louis.— 
We again ask for it the special attention of our 
readers—confident that it will well repay a carefnl 
perusal, The pamphlet edition of the article, entire 


_|the sanction of the majority and be sent to the Go- 
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vernor. 
The North American remarks that-“‘ it was hoped 
that it had outlived the prejudices against it; and 
that, at a time when our sister States are pressing so 
eagerly onward to the acquisition of the trade of the 
west, every Pennsylvanian would regard with pride 
the enterprize and vigor manifested by the citizens 
of this State in relation to this noble enterprize.” 
P. S.—Tue Lerrers Patent for the Pennsylvania 
railroad were received in this city on Friday evening. 
We congratulate the community upon the bright 
prospects for the future, which are now before us, 
and join in the exultation which the untiring advo- 


their ardent wishes. 





Cutting the Telegraph Wires. 
The wires on the Boston and New York Tele- 
graph line, were severed again on the arrival of the 
Cambria, this week, A cotemporary says that “ it 
is probable that the persons who have for some time 
back been tampering with the Telegraph wires be- 
tween New York and Boston, especially at periods 
when foreign steamers are due, or have arrived, will 
be discovered. Just after the arrival of the Cambria 
at Boston, the wires were cut at Brighton, about 4 
miles out. The severance was, however, soon de- 
tected, and the communication made complete again, 
so that the news was regularly transmitted. Two 
persons, one a female, went to Worcester in the 4 
o’clock cars, and asked to have a communication in 
cypher forwarded to New York. They had been 
carefully looked after by the Telegraph agents and 
the railroad conductors, and circumstances pointed 
to them so strongly, that the communication was re- 
fused—the plea being that ‘ Boston was in commu- 
nication with New York.’ ‘The parties have been 
traced, and their guilt will probable be established.” 








Wire Bridges. 

It is stated in the Rochester Democrat, that the 
Niagara Suspension Bridge Company will shortly 
proceed to the erection of a Wire Bridge across the 
Niagara river—the Queen’s assent having been ob- 
tained. The whole of the stock, $200,000 has been 
taken—one-half in Canada, and the remainder in 
New York and this city. The paper further says: 

“Contractors in Philadelphia and Pittsburg offer 
to build a good and substantial bridge of wire for 
$200,000. It will be 40 feet widé—the centre track 
for cars to connect with the Canada road through to 
Detroit, and capable of transporting 300 tons over it 
at.once, at the rateof 10 milesan hour. There will). 
be two tracks for carriages and a foot path. It will 
have three spans with abutments 200 feet high. It 
is supposed it can be completed in two yearsgwhich 
will make it ready for use by the time the Canada 
road is completed.” 

Thereputation of the “contractors” in Philadelphia 
and Pittsburg,-competent to construct these bridges, 
is world-wide—and if they undertake it, the work 
will be créditably and substantially executed. . 





cates of the road must feel at the consummation of} 





suggested by Robinson to Watt, in 1759, and Watt 
patented it in 1784. Symington proposed it in 1786. 
Trevithick’s patent of 1802 was the first high pres+ 
sure engine that was actually made, and patents for 
improvements upon it have been numerous, Bra- 


mah constructed a steam coach in 1822 for Griffiths, 


which was not successful. Gordon tried one in '24, 
and Gourney, who was more successful, constructed 
some with boilers, having very small tubes; he at- 
tained a speed of 10 miles an hour on good turnpike 
roads, and ascended the steepest hills near London , 
he went from London to Bath and back, in 1831: 
and his steam carriages ran for four months between 
Chelter'ham and Gloucester; but it was extremely 
difficult and too expensive to keep them in order.— 
Hancock constructed several with boilers composed 
of thin metal chambers; they ran for some timé 
with apparent success; but there were so many difs 
ficulties that they did not get into use. Dance, Field, 
Hill, Macerone, Russell, Cayley, and others, also 
attempted it with varied success; but the system is 
inferior to that of railway travelling, and it is now 
generally given up as hopeless, It has been pro- 
posed to employ highly compressed air in place of 
steam, for propelling locomotive engines—first by 
Medhurst in 1799, and since by others—but without 
any trials being made beyond mere models.” 





Railroad Items. 
We learn from the Journal that workmen are em- 
ployed in Jaying the foundation of a new brick pas- 
senger house for the Boston and Providence railroad 
company in Boston. It is to be about 300 feet in 
length, and will front on Pleasant street. The same 
company have just completed a new brick freight 
depot, 240 feet long, with an L of 50 feet long by 60 
feet wide. 
The citizens of Bangor, at a full meeting on 
Thursday evening last, expressed an unanimous 
opinion in favor of the Waterville and Danville 
railroad route. 
The Bath Tribune says the subscriptions to the 
Penobscot railroad now amount to $800,000. The 
directors have laid an assessment of five per cent. 
on the stock, to commence the work with. Mr. 
Green is organizing a corps of engineers, and will 
commence the survey about the middle of this month. 
Next Fall will see the road finished. 
The business of the Georgia railroad, during thé 
week ending Feb. 6th, 1847, amounted to $10,337. 
A correspondent of the Traveller, speaking of the 
Worcester and Nashua road, says its speedy con- 
struction may be regarded as certain. Its location 
is such as to secure a large local business. ‘Having 
Worcester and Nashua (important points) as termi- 
ni, it passes through the towns uf Groton, Pepperell, 
Shirley, Lancaster, West Boylston, ete. The large 
business of these towns, with their manufacturing 
villages, and water power still to be improved, and 
agricultural products, etc., cannot fail to make the 
stock a good investment. Over forty miles will bé 


saved in distance to the vast number of passengérs 
from New Hampshire, going south and west. ° 

The Worcester Palladium says that the Directors 
of the Western railroad have submitted to the town 
of Southbridge a proposition to build a branch, on 
certain conditions, to that town, from or near their 
depot in Charlton. It is his opinion that the requi- 
sitions will be complied with by the town. The 
length of the branch will be about nine miles, and 
the route, it is said, is quite feasible. 

- The Burlington Free Press thinks the passage of 


the railroad-across the lake, by bridging, rae 
wise, at Grand Island, quite out of the question, and 













—of which we have printed a large number—will 
be put into circulation immediately. 


It is a mistake however, we imagine, that there 
is to be three spans. According to our information 
there is to be a single span, of about 750 feet, reach- 
ing from the American to the Canadian shore. It 
is true that the abulments are 200 feet high, but they 
are the natural banks of the river. 





Central Ratiroad. 

Some-opposition made its appearance in the Le-|. 
gislature of our State, it seems, in regard to the Cen- 
tral Railroad ; and the friends of this measure enter- 
tained fears that its progress would be temporarily 
retarded. The North American of Friday, (through 
its Harrishuag correspondent,) gives the gratifying 
information that a!) opposition to the bill, in the 
House, was withdrawn, and it is now before the 
Senate: Some opposition may be looked for in that 





Steam Coaches. 

Sir Joun Rennie, in his late Address to the In- 
stitution of Civil Engineers in London, states that 
“Great efforts have been made to perfect steam 
coaches, so as te enable them to travel upon turnpike 
roads—but without much success, The idea was 

















that there must be a transhipment from Burlington 


to Port Kent, making Burlington the terminus of 


the Boston roads. On the other hand, the Montreal 
Courier has the following paragraph : 

* “Latterly a most distinguished and experienced 
surveyor has been employed to find out the most ad- 
vantageous railway route between Burlington and 
Ogdensburg, and it appears that after a competent 
survey, that gentleman has discovered and recom- 
mended a new and most favorable line. 

“This, line, in leaving Burlington, is to run along 
the east side of lake Champlain until it reaches St. 
Albans—from thence through Hog Island and St. 
Albert, in‘a direct line to Rouse’s Point, where every 
facility is found for the construction of a permanent 
bridge across the Richelieu; the line then pursues 
its course through a level tract of land a little to the 
south and parallel with the divisional line 45, pass- 
ing through the thriving village of Malone, and 
trom thence taking the direction upon the borders of 
the St. Lawrence to Ogdensburg.” 


The Feeling in Maine. : 

‘ The Bangor Whig states that the late meeting 
there, in relation to the proposed railroad eastward 
from Portland, wasan enthusiastic gathering. About 
three hundred of the active business men, capitalists 
and the heart and muscle of the citizens, had signed 
the call for the meeting. At an early hour the City 
Hall was thronged, the galleries and every part, 
and stuffed and rolled up, head above head, to the 
ceiling. And after this there were hundreds who 
could not gain admission, There was a full repre- 
sentation of the different parties and various inter- 
ests of the city. They met to express their opinion 
upon the subject of railroad communication between 
the city of Bangor and the westward, and it was 
found that amidst the vast throng assembled, there 
was in fact but one opinion, and that in favor of the 
Waterville and Lewiston route to Portland. This 
was the prevailing opinion among the citizens be- 
fore the meeting, and there it was strengthened and 
clinched and made unalterable. 

The remarks of Governor Kent, relative to the 
growth, present standing and future prospects of the 
city, were well calculated to direct attention to the 
importance of inviting investment of capital in ma- 
nufactures here by securing the facilities of railroad 
communication with other portions of the country. 

Attorney General Moore made a very clear state- 
ment of the advantages that would result to the State, 
and particularly to Bangor, from the construction of 
a railroad running through the valuable portion of 
the State between Waterville and Lewiston, calling 
out the full powers of that region of country, and 
stimulating to new life and greater efforts the whole 
State. It was a plain, forcible and convincing ar- 
gument, from one filled with the subject, who com- 
prehended with great clearness the merits of the 
subject. His remarks were listened to with much 
attention, and were repeatedly applauded. 

The chaste, unpretending, business-like remarks 
of Rufus Dwinel, Esg., were calculated to give con- 
fidence to the enterprize of building the road, and 
were listened to with much attention and satisfac- 
tion. 

Moses L. Appleton, Esq., was quite happy in his 
brief remark, particularly in reference to the union 
and harmony apparent in the meeting—although 
composed of so many various opinions and oppo- 
sites on other subjects. 

On the whole, the meeting was indeed a “ rouser” 
such as few occasions could bring together. We 
hope by and by to see many more meetings for help- 
ing forward the building of a railroad from this city 





west, but we never expect to attend one which shall 
give more gereral satisfaction than that of Thurs- 
day evening. 





New York State Canals. 

We have received, says the Albany Journal a 
copy of the report of the Canal Commissioners made 
to the legislature of this State. 

There have been more breaches in the canals 
during the past season than usual. Notwithstand- 
ing these occasional interruptions, there has been a 
large excess of tolls received over any former year, 
and a corresponding increase of business, of tonnage 
and of lockage, as well as of larger cargoes. 

The amount of tolls received on all the State ca- 
nals during the season of navigation in 1846 has 
been as follows: ‘ 


On the Erie Canal... .....s000. cose $2,499,275 58 
Champlain canal............ 108,094 67 
CEWEDD CRODL:, 005056 s.00:0¢08 58,185 43 
Cayuga and Seneca canal.... 27,282 11 
Chemung canal............. 13,503 44 
Crooked Lake canal......... 1,912 81 
Chenangocanal............. 23,492 86 
Genesee Valley canal........ 23,448 57 
Oneida Lake canal.......... 542 80 
Seneca river towing path..... 368 10 

MOD bn Liseds ove cubes devbeioes +++ $2,756,106 38 


Being an increase of $109,924 50 over the receipts 
of 1845, notwithstanding the reduction of over 13 
per cent. in the rates of tolls which took effect on the 
epening of navigation. 

The expenditures by the superintendents of repairs 
on all the canals, including their salaries, the pay 
of lock tenders, etc., from the 30th September, 1845, 
to 30th September, 1846, amounts to $507,433. 

With regard to the lockages on the canals, we 
find the following particulars respecting an old lock 
on Fort Plain : 

“ During the months of October and November in 
1845, the number of lockages made at this lock was 
9,834, and in 1846, 10,224, being an increase of 390 
in the latter over the former two months. 

“The average number per day for the 25 days in 
November previous to the navigation being obstruct- 
ed by ice, was 201. 

“ The largest number that passed this lock in any 
one day was 258, or one in about every five min- 
utes.” 

The report estimates the expense of bringing into 
use double locks between Albany and Syracuse on 
the plan of using the old by the side of an enlarged 
lock, at $334,500. On the plan of double enlarged 
locks it is estimated at $639,000. 

The remainder of the report is chiefly occupied 
with statements of the present condition of each of 
the cafials. 

We see by the Albany papers that, on Tuesday, a 
report was made by the commissioners of the canal 
fund to the legislature, of the quantity of products 
from, and the merchandize going to, other States dur- 
ing the last season of canal navigation. ‘This state- 
ment shows that the total amount received for tolls 
on account of the trade with other States was 


By the way of Buffalo...........0..00- $1,221,229 
By the way of Oswego.... .... sees cece 185, 

By the way of Whitehall............4- 22,475 
TORI 5000 0c cone coop ence sper cceeces $1,429,526 


The rates of toll were reduced last spring on an 
average 13} per cent. The products from other States 
including merchandize going to them, at rates of toll 
of 1845, would have yielded a revenue of $1,653,658. 
The difference is equal to $224,133. The reduction 
in the rates of toll were made with a view of in- 
creasing the products transported to such an extent 
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as to keep up the aggregate amount of revenue. 
And it is believed the result has justified these anti-. 
cipations. In the single article of corn there has 
been received 


By way of Buffalo.............. 


1,121,089 bushels. 
And by way of Oswego......... 333,066 “ 


TOtal 000 wees cece seve cece voce ot 404, 106 

In 1845, less than 50,000 bushels of corn were re- 
ceived from other States; showing an increase in 
this article alone, of more than 1,400,000 bushels. 

By comparing the tolls at Buffalo, Black Rock, 
and Oswego, for the years 1845 and 1846, it will be 
seen that the trade has greatly increased, and tolls 
were reduced with a view of increasing trade with- 
out diminishing revenue. The comparison is as 
follows: 


Tolls Received 1845. 1846, Increase. 
RE PAD oc caj0nsiees $482,635° $763,683 $281,048 
At Black Rock...... 56, 83,929 27,346 
At Oswego......... 138,704 165,866 27,162 
At Whitehall ....... 55,911 51,675 
$335,556 
Deduct.decrease at Whitehall........... 4,236 
INCU INGPORES 603. coccvcce secede gees neser $331,320 
The tonnage from western States by way of the 
Erie canal was, in 


1846 .cccccee 


poco peeccccecccsccess G0G,G00 tons: 
1845 ..6. 0 


soccccce. 04,55) & 


Increase in 1846 over 1845 202,279 « 
The total value of products cleared at Buffalo, and 
mostly from other States was, in 


ee eeeeeees sees 





1BAG 2.0.03 c000 cece cnbe Wee eses cevae cs $15,819,314 
1845 2.000 cece cceece ones 510, 
INCASE 0... see cece cece cece cece sees $6,309,313 





Locomotive Engines. 
A Correspondent of the London Mining Journal 
thus speaks of an eight wheel engine of Mr. W. 
Stubbs. 


“The engine, we are credibly informed, is of im- 
mense power, travels easier, and- is more stéady 
than the six wheel engines. We understand that 
Mr. Stubbs has already brought out many valuable 
improvements, and those ee by Messrs, W. 
Stubbs and J. T. Grylls, of Lianelly, (the plans of 
which we have seen in London) appear to be well 
worth the attention of railway superintendents and 
engineers. We mg to see full particulars in your 
paper soon, as we believe some are being built at 
the manufactory of Messrs, Grylls & Co., Lianelly. 
We understand that in the case of the eight whee) 
engine, Mr. Stubbs does not wish, or intend, it to be 
thought, that this is the first attempt that has been 
made to use eight wheels, as that has been done up- 
wards of 30 years ago, but this is the first successful 
attempt; and which, by the means adopted, has 
made a much better engine than any of the former 
eight or present six wheel engines,” 





A Valuable Discovery. 

The New York “Farmer and Mechanic,” thus 
alludes to an important invention, lately discovered : 
“Those who have been conversant with our journal, 
will recollect that we adverted to the fact of this dis- 
covery some months since, but now we are prepared 
to say even more than we had ourselves dared to 
hope from the invention, which is Wood 4- Hancock’s 
patent oil saver and chemical oil, This discovery, we 
think, is destined to obviate the use of sperm and 
lard oil for railroads, machinery, etc., wherever the 
article is introduced. The great advantages over 
common oil for the above purposes, are apparent to 
any one who will take the trouble to investigate the 
subject, as in its application to the journal, not a par- 
ticle is wasted, and the liquid, being enclosed, is 
kept free from dust and every impurity which can 
have a tendency to wear the journal, while the eco- 




















its application to, and the cleansing of, the machin- 
ery, when oil is used. 

“Tn regard to this invention, we invite particular 
atiention to the certificates and testimonials of those 
who ‘have tested the article, and which appear in 
our advertising columns, and, from a personal ac- 
quaintance with the efficient and enterprizing gene- 
ral agent, ex-Alderman E. F. Brigham, of Brook- 
lyn, together with the utmost confidence in him, and 
those well known enterprizing gentlemen, Messrs. 
John W. Cochran & Sons, whose names we have 
the pleasure of introducing to our readers, in their 
disinterested certificate in its favor, and our own ob- 
servation, we are prepared to say much, very much, 
in its favor. We are inclined to believe that those 
who early secure the advantages it offers, will de- 
rive essential benefit from its adoption.” 





Great Central Railroad from Philadelphia 
to St. Louis. 
BY JOHN A. ROEBLING, C. E. 

‘Written for the Railroad Journal, and read before 
the Board of Trade of Pittsburg. 
[Continued from page 141.] 
LOCATION THROUGH PENNSYLVANIA. 

The practicability of constructing a continuous rail- 
road with easy grades, from Philadelphia to Pittsburg, 
has been doubted by many. An opinion, that the 
ranges of the Allegheny mountains within the bounda- 
ties of Pennsylvania, formed insurmountable obstacles, 
which did not exist in the neighboring states, was gene- 
rally received. No facts, however, had been disclosed, 
which proved this popular belief to be correct. One 
cause of this delusion may be traced in the circumstance 
that the greater part of the travel through Pennsylvania, 
between the East and West, passed along the southern 
Turnpikes, either to Baltimore or Philadelphia. The 
barriers upon the Chambersburgh route particularly, 
were well calculated to cause unfavorable impressions 
upon the minds of stage coach travellers. 

When we project a railroad route, through an ex- 
tensive country intersected with mountains, we cannot 
solve this.question. by simply running ahead with the 
compass, chain and level. The engineer who is charged 
with this task, will, before he can enter upon details, 
have to take a general view of the whole mass of 
country before him; he must examine its geological 
features, as far as the configuration of the surface is 
concerned, and trace its connection with the water 
courses as now existing; he must, in fact, study the 
history of the surface of the country before he can be 
prepared to locate. 

In the formation of the surface of our globe two 
agencies have been mainly at work, fire and water. In 
other words, the present configuration of the earth’s sur- 
face has principally been formed by volcanic upheav- 
ings, and by abrasion or reduction, caused by the ac- 
tion of water descending from a higher level to a 
lower. 

The Alleghenies, as well as other mountain ranges, 
owe their elevated position to volcanic action. The 
upheaving forces were, in the case of the Alleghenies, 
more powerful East of the main range, than West. We 
observe a very distinct difference between the geologi- 
cal features of the East and those of the West. All 
those numerous ranges situated East of the Allegheny 
ridge, show marks of a much more violent volcanic ac- 
tion, than those West. In the East we discover none 
of the strata-in their original position in which they 
were formed; they are violently thrown up, occupying 
all inclinations, from a level to a vertical position, some 
reversed. The country west of the Allegheny, shows 
no marks of the same violence ;. the forces which there 
operated acted more gently, and without bursting their 
fetters. The strata are there found in a. position not 
varying much from the horizontal; the dip, or inclina- 
tion is more uniform and gradual. The general slopes 
of the countries bordering on the Alleghenies, are, 
therefore, the result of volcanio action, they commenee 





nomy in the saving of tit time ne is very ‘great, both in 





at the ocean, and becouse more abrupt as they approach 
the mountain. There is no doubt that the whole 
country, west of the Alleghenies, presented at one 
time a gradual and uniform slope, falling gently off 
towards the Mississippi, which in those days formed an 
arm of the sea. The greater heat of the globe’s surface, 
and the greater humidity of ‘the atmosphere, in that 
period, caused more copious discharges of rain; these 
waters would, in their descent from the higher regions 
to the lower, collect into channels, which in course of 
time wore deeper and deeper. 
our rivers, creeks, runs, hollows and drafts. 
are now small insignificant rivulets, running dry the 
greater part of the season, along the bottoms of deep 
valleys, extensive ravines and hollows, were, in those 
days, large streams and mountain torrents, sufficiently 
powerful in their descent, not only to excavate earth 
and loose materials, but also to move along large 
masses of rock. 

The valleys included between mountain ranges, as, 
for instance, the valley of Ligonier, between the Chest- 
nut ridge and the Laurel hill, and the valley of Som- 
merset, between the latter and the Allegheny moun- 
tain, formed at one time Jakes without any outlets. 
The discharge of those lakes over the crest of the 
barriers where they were lowest, wore out channels, 
which in course of time became mighty cataracts. 
Those large gaps which we now see in the Chestnut 
ridge and Laurel hill, and which still serve for the 
discharge of the waters of the Black Lick, Connemagh 
and Youghiogheng, are the result of that mighty pro- 
cess of nature. 

The counties situated west of the Chestnut ridge, pre- 
sented at one time, as was mentioned above, a uniform 
level, slightly descending towards the west, in fact 
such slopes as are yet to be found this side of the 
Rocky Mountains. As time passed on, the waters 
made their marks more distinctly. Deep channels were 
formed, and the action of copious rains continued to 
wash off the ground, and the face of the country was 
gradually transformed into a waving and broken surface. 

The same causes by which those changes were 
wrought are still at work, but less violent. The moun- 
tains and other elevated portions of the earth’s surface 
are continually reducing; what wears off serves to 
fill up the ocean, or to form alluvial bottoms. 

That the country west of the Alleghenies formed at 
one time a uniform slope, has become certain to me, 
by comparing numerous levels during the course of my 
surveys. If extensive levels were run through the 
counties of Fayette, Westmoreland, Iudiana and Jef- 
ferson, parallel to the Chestnut ridge, we should find 
the main dividing ridges, and ranges of hills, of nearly 
the same elevation. 

The preceding remarks lead to that important con- 
clusion, that in a country like western Pennsylvania, 
railway lines should, as much as possible, be located 
along the principle water courses and their slopes, 
which have been graded by nature on the largest scale. 
When we attempt to locate a line at right angles to 
these water courses, we will encounter great difficulties, 
and often be obliged to resort to steeper gradients, or 
heavy cuttings and embankments. 

In consequence of a closer proximity of the ocean to 
the mountains, the discharge of the waters was much 
more violent in the east than it was in the west. This 
has rendered the mountain slopes, and the approaches 
much more abrupt on the one side than on the other. 
The same applies to the slopes of the Rocky mountains, 
which are precipitous and bluff on the western, but very 
gentle on the eastern side. 

With the exception of the Allegheny proper, all the 
other mountain ranges which run parallel to it, from 
the north east to the south west, are broken by gaps, 
which present easy passages for the location of roads. 
The Allegheny mountain itself, forms one uninterrupted 
ridge, from the west branch of the Susquehanna in 
Pennsylvania, to the state of Tennessee. The distinct 
feature of this mountain commences near the West 
branch, which river has broken through it, and appa- 
rently takes its rise on the very slope of the wiaciatees 
valley. 


Such is the origin of| 
What the West branch with those of the Redbeak, streams in- 


If thn question: wen to lontea railway between the 
east and west, with the least amonnt of ascent and de- 
scent, regardless of distance, the waters of the West 
branch, in connection with those of the Allegheny, 
would present the only course which could be pursued. 
It is indeed to be regretted, that at the time the Penn- 
sylvania canal was undertaken, no greater efforts had 
been made to establish an uninterrupted water-commu- 
nication between the Ohio river and the 
The surveys of Mr. Aycrigg have established since, 
that such can be done by connecting the headwaters of 


terlocking each other. 

Although the course of the west branch would haye 
offered a good location for a continuous canal, it cannot 
be considered, when we have to establish a direct rail- 
way; the increase of distance by that route would be 
over 100 miles. 

Next to the West branch we have only one more trie 
butary of the Susquehanna, by which the A 
mountain can be reached. The Juniata. river breaks 
through the whole group of mountain ranges, which 
\ traverse the country from the North East to the South 
West; its two main branches extend their ramifications 
to the very centre of the Allegheny range. South of 
the Juniata, we meet with no other Jeading water 
course within the state of Pennsylvania; we should 
have to proceed to the Potomac river, forming the line 
between the states of Maryland and Virginia, and 
which the Baltimore and Ohio railroad from Harper’s 
ferry to Cumberland has been located. The Columbia 
railroad and the Lancaster and Harrisburg road, being 
proposed as links on the Central road, Harrisburg will 
be the point of commencement of the new ronte. A 
straight line from Philadelphia to Pittsburg approaches 
Harrisburg ; distance of the latter from Philadelphia 
106 miles. 

The Chambersburg route, which has been strongly 
recommended, presents obstacles to the location of a 
railroad with easy grades, which can only be overcome 
at a great loss ef distance, and at a very considerable 
increase of rise and fall. While onthe Juniata route 
we have only one single mountain to overcome, viz.: the 
Allegheny proper, we encounter on the other two miore 
formidable barriers, Cove mountain in the East, and 
Laurel hill in the West. The former presents no gap 
north of the Licking Creek, (a branch of the Potomac,) 
and can therefore not be avoided. The Laurel hill may, 
on that route, be avoided by descending from the town 
of Berlin, which was made a point in Mr. Hague’s 
survey in Sommerset county, along the waters of Car- 
tléman’s river, and intersecting one of the locations of 
the Baltimore and Ohio railroad to Pittsburg. This, 
however, could not be effected without a farther sacri- 
fice of distance. The whole route from Chambersburg 
to Pittsburg has been so well examined by state surveys, 
that it would be a waste of time and expense to bestow 
any more pains upon it. That country will admit of a 
good turnpike at two and a half degrees, but of no rail- 
road. 

Since it is proved that the location of the eastern part 
of the Central railroad must necessarily be confined to 
the region of the Juniata, the scope for our surveys be- 
comes at once contracted. Although the general sweep 
of that river falls considerably north of the straight line 
from Harrisburg to Pittsburg, it is still a fortunate cir- 
cumstance, that its headwaters approach those of the 
Connemaugh, and of the Black Lick. These latter 
water courses, on the other hand, coincide remarkably 
well with the general route to Pittsburg, particularly the 
Black Lick; and as they have forced a passage through 
the Laurel hill, as well as the Chestnut ridge, their 


general route of the Harrisburg and Pittsburg sailroad 
must, therefore, necessarily be located along the courses 
of the Juniata and Connemaugh, the Black Lick forming 
a branch of the latter. 

The Juniata divides into two main branches, the 
Raystown and Frankstown branch; it is only the latter 
which can be pursued. 

By locating a railroad along the canal from Harris- 
burg to Pittsburg, and using the portage for crossing the 





slopes present an easy descent towards the Ohio. The. 
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sciaaied, wo Gioala dbiala a succession of ‘very easy; 


grades, and save the expense of constructing the moun- 
tain section. ‘Three gteat objections, however, present 
themselves to this location: the circuitous windings of 
the Juniata from Lewistown to Hollidaysburg, the Port- 
age toad with its inclined planes, and the great loss of 
Wistance caused by following the Kiskiminatas and Alle- 
gheny river. I propose to consider these difficulties, 
und give a general description of the lines, as actually 
located. For minute details, I must refer to the reports 
of Mr. Schlatter. 

The portion of the line from Harrisburg to Lewis- 
town presents no difficulties; the general course of the 
canal is purstied, without interfering with it, distance 
60 miles; grades vary from a level to 26 40 feet per 
mile. To cut off a great bend in the Juniata, this river 
is left at Lewistown, the gap in Jack’s mountain is 
passed, and the valley of the Kishicoquillas creek pur- 
Sued to the dividing ridge, which is formed between 
this water and Mill creek. The grades of this ascent 
do not exceed 26-40 feet per mile. The line then de- 
scends at a similar rate along Mill creek, towards Hun- 
tingdon. While the grades of the river route will vary 
little from those of the valley route, the distance by the 
latter is ten miles less. The comparison is altogether 
in favor of the Kishicoquillas route. See Mr. Schlatter’s 
report. 

The comparisons between the different routes were 

based upon an annual business of 60,000 through pas- 
sengers, and 40,000 tons of goods. It will be acknow- 
ledged by all parties, that this is a very moderate 
allowance. Should the plan be carried out, which is 
here proposed, to form a continuous railroad to St. 
Louis, and place it under one general management, I 
should base the comparisons of future surveys upon an 
annual business of 300,000 through passengers, and 
250,000 tons of freight. It would be an tzjzstice to the 
road to allow less. 
’ From the mouth of Mill creek the Kishicoquillas 
route is continued along the Juniata, through the town 
of Huntingdon, to Petersburg, at which place the Little 
Juniata empties into the Franktown branch. Thence 
the course of the Little Juniata which forms a gap 
through Tussey’s mountain, and its slopes are pursued, 
until the summit of the Allegheny mountain is attained. 
At thé break through Tussey’s mountain opposite Dor- 
sey’s forge, the so called Stone Mountain route inter- 
‘sects. I will explain this line before I proceed with 
the other. 

The Stone Mountain route which I have personally 
located, has on several occasions, and most severely but 
‘unjustly, for want of a proper understanding of the matter, 
been commented upon. I feel it due to Mr. Schlatter 
and to myself to explain. The features of that whole 
country, intricate and wild as they are, are clear to my 
mind; I have studied them thoroughly, and venture to 
say, that future surveys, if conducted by competent En- 
gineers, will corroborate what I here do affirm, and 
what has been ascertained to be facts. : 

An inspection of Mr. Schlatters map will show that 
the Kishicoquillas route forms an abrupt bend fat the 
mouth of Millcreek. To cut this off, and to effect a 
further saving of distance of 11-23 miles, is the object of 
the Stone Mountain route. This line forms a succes- 
sion of 45 feet grades, and is, for about one half of its 
distance, located over exceedingly difficult ground. <A 
ttinnel of 1-06 miles long through Stone Mountain, and 
‘séveral extensive and high viaducts* become necessary. 
Against these works the principal objections have been 
raised but why, has not been explained. 

If long tunnels and high viaducts are serious objec- 
tions tv themselves, then one half of the railways in 
England, and_on the Continent of Europe must be pro- 
nounced flat failures, because they abound in these 
very features. Tunnels in those countries are not only 
tesorted to from necessity, but more frequently for the 
purpose of straightening lines, saving a /ittle distance 
and expense. High and extensive viaducts may be 
seen there, sttetching across valleys, rivers, and even 


over populous towns; the traveler delights to ride over 
them, as if through the air, knowing them to be just as 
safe as terra firma itself. They can be made perfectly 
safe, and should be made so at any rate. What seri- 
ous objections then, remain to be preferred against the 
Stone Mountain route? None but that of greater ex- 
pense of construction! This question, then, resolves it- 
self to one of dollars and cents, and not of long tunnels 
and high viaducts. 

In comparing the two routes, we have to estimate 
the expense of all items of first construction, repairs and 
gradual wear; we have to equate the gradients and 
curves, and value the expense of annual transportation. 
The merits of the two routes, after taking all things into 
consideration, are then to be represented by two sums 
of money,—the smallest is of course to be preferred. 
Any other mode of settling such questions must, in the 
present advanced state of civil engineering, be re- 
jected. 

By referring to the comparisons in Mr. 

Schlatter’s report, it will be found that the 

value of the Stone Mountain route is rep- 

resented by the sum of 
The value of the Kishicoquillas route, 


$117,672 
111,160 
Showing a difference in favor of the valley 

route of, $ 6,512 

This means that the annual expense of the Stone 
Mountain route, considering all things, will exceed that 
of the valley route by $6.512, and that therefore the lat- 
ter deserves the preference. But by assuming an an- 
nual business of 300,000 passengers and 250,000 tons 
of goods, the comparison will turn out the other way, in 
favor of the mountain route. 

It may be, that future surveys will establish that the 
expense of the StoneMountain route has been underrated, 
and that of the valley route overrated ; if so, a conclu- 
sion to reject the former may be just and correct. But 
until such facts have actually been established, or a 
still better route has been discovered, no hasty opinions 
should be expressed. 

At Dorsey's forge, where the Little Juniata breaks 
through Tussey’s mountain, the Kishicoquillas and 
Stone Mountain route intersect’ each other, both pursu- 
ing the same route in ascending the Allegheny mountain. 
While the Frankstown branch, and the canal take a 
more southern course to Hollidaysburg, the Little Juniata 
on the other side, forms a gradual sweep towards the 
north. Following the route of the canal to Hollidays- 
burg, we gain but little elevation, and find ourselves 
suddenly at the foot of the Allegheny mountain, within 
a distance of only ten miles to the summit, and an ele- 
vation of 1400 feet before us. A graded road from 
Hollidaysburg to the summit, with a uniform ascent, 
would have to rise at the rate of 140 feet per mile. 
By folluwing the Little Juniata, however, the foot of the 
mountain is attained at Logan’s narrows, near the junc- 
tion of the Bald Eagle creek, at a distance of 32 miles 
from the summit. This point is 889 feet above tide, 
the summit 2183 feet. The difference of elevation is 
overcome at a rate not exceeding 45 feet per mile. The 
summit is known as Sugar run gap, situated about two 
miles north of the summit of the Portage railroad. 

Descending the Western slope of the mountain, we 
come to a point three miles from the summit, where 
two different routes diverge, one taking the course to 
Ebenburg and of the Black Lick, the other pursuing 
the slopes of the Connemaugh to Johnstown. I will 
first give a general description of the Black Lick route 
to Pittsburg. 

The descent to Ebensburg is by this route effected 
without. serious difficulties; the valley of the Black 
Lick then offers a very direct course to Pittsburg, and 
an easy passage through the Laurel hill and the Ches 
nut ridge; the Connemaugh river is crossed at the 
mouth of the creek. From this point a very direct 
course has been pursued through the counties of West- 
moreland and Allegheny, by following the valley of 
Turtle creek, and of the Monongahela. Although the 


at 





° jah The two ers on the Kishicoquillas viaduct are 
wwe otbers diminish as the slopes of the ravine 





1 from the Connemaugh to the head of Turtle 
creek is very direct, the topography of this country is 
very unfavorable to the formation of a graded road. 





We have to cross three water courses, Spruce run, the 
Logathanna river, and the Beaver Dam creek, and a 
number of intervening ridges, which render this portion 
_of the line very expensive The grades are undulating 
to the head of Turtle creek, thence uniformly descend- 
ing to Pittsburg. By adopting the line as located a 
‘distance is saved, from the mouth of the Black Lick to 
‘Pittsburg, over the canal between the same points, of 
twenty-nine miles. This location is the result of an 
extensive instrumental examination, which covered a 
large portion of Westmoreland county. The grades on 
this route are confined to 45 feet per mile ; it appears, 
however, probable that the great magnitude of the trade, 
ito be expected on the Central road, will justify a fur- 
ther expense to be incurred, for their reduction to 40 
feet per mile. This can be done by increasing the ex- 
cavations at the dividing ridges, and raising the embank- 
ments across the hollows. Comparative surveys and 
estimates, however, will have to decide this question. 

The Connemaugh route, as was mentioned before, 
diverges west of the Allegheny summit, thence descend- 
ing, the Portage railroad is crossed at plane No. 3. 
|This road is again intersected at various places, and 
made use of for a distance of eight miles. From John:- 
town to Blairsville the opposite side of the canal is in- 
variably pursued. The Black Lick and Connemaugh 
route intersect each other four and a half miles west of 
Blairsville. 
The measured distance from Harrisburg to 

Pittsburg, by the Stone Mountain and Black 

Lick route, is - 230 miles. 
Add distance from Philadelphia to Pittsburg 106 


it) 
Total distance from Philadelphia to Pittsburg 336 miles. 

Should the future surveys and comparisons be based 
upon such a tonnage as may be reasonably expected on 
this great route, there is no doubt they will result in a 
further saving of distance, and of rise and fall. 

By pursuing the Pennsylvania canal and the Portage 
railroad from Harrisburg to Pittsburg, the distance from 
Philadelphia to Pittsburg is 388 miles; therefore 52 
miles more than by the Central route. 

The distance from Pittsburg to the summit of the port- 
age railroad, pursuing the canal route, is 130 miles. 
Distance from Pittsburg to summit by Central 


route, - - . - - ow 
Saving of distance west of the mountains, 37 
Saving of distance on the eastern side, - WU « 
Total saving, . . : §2 « 


In regard to the —— route, it should be ob- 
served that its interference with the portage railroad is a 
very sertous objection, and of sufficient weight to reject 
that whole line. The two roads running in one for 
some distance, and intersecting each other at numerous 
points, cannot be worked with such regularity, as to 
avoid collision of trains. Indeed, the present system of 
working the portage would not at all admit of such in- 
terference ; a daily occurrence of the most frightful ac- 
cidents would be the inevitable consequence. 

It has been suggested to abandon the location of the 
whole mountain route from Petersburg west, and to 
continue the road along the canal to Hollidaysburg, to 
use tho Portage railroad to Johnstown, and thence pur 
sue the Connemaugh route. The relative distances by 
this route would be as follows : 


The distance from Petersburg to Johnstown 

by the Central survey is, - - 74-65 miles 
I estimate the distance from Pe- 

tersburg to Harrisburg by rail- 

way, ° . ° - 28 miles 
Add length of portage, - - 36% 


Distance from Petersburg to Johnstown by 
Portage, - 64.00 


Saving of distance by Portage, - 1005 « 

If this is deducted from the distance of the Central 
survey, by the Stone Mountain and Connemaugh route, 
from Harrisburg to Pittsburg of 237-13 miles, it leaves 
but a distance of 2264 miles; add 106 miles from Har- 




















Philadelphia to Pittsburg, by adopting the Portage, of 
3324 miles. 
Adopting the Portage route, there would 
be saved the construction of 464 miles 
of new road, which, when finished with 
double track, and assuming Mr. Schlat- 
ters estimate, would cost at the rate of 
$55,000 per mile. or - 
By substituting 28 miles cf road along the 
canal from Petersburg to Hollidaysburg, 
in place of the route along the Little 
* Juniata, there will be a saving of about 
$8,000 per mile, or 


224,000 





Total saving, 
Allow for improving planes and machinery 
on the Portage $35,000 per plane, 


$2,781,500 


250,000 


Leaves a saving of, $2 431,500 

It would therefore appear that the adoption of the 
Portage railroad, is an object of the highest importance, 
and should be accomplished, provided the planes of the 


Portage can be worked with perfect safety, and with- 


been published since in the U. S. Gazette. Some fur- 


ther reflections, however, prompt me to add a few more | 


remarks. 

If the question: ‘‘car the Portage road be worked 
as expeditiously and safe as any other road,” cannot be 
answered satisfactorily in the affirmative, the idea of 
using this road as a link in the Great Central route, 
should be at once and peremptorily rejected. 


inclined planes, travellers would rather prefer to go by 
« longer and more expensive route, than risk their lives 
‘on the Central. But if the Portage can be worked with 


the route, and cause travellers to prefer it. 
To my letter to Mr. Roberts, I recommended to re- 


derbeams, for the purpose of preventing the running off 
the track of the cars, as well as of the safety. Fender- 
beams and heavy rails will, at the same time, admit of 
such important improvements in the construction of the 
safety car, that traius will be stopped gradually, but with 


unerring certainty, in case the ropes break. The action of | 


the safe/y now in use, and in the present condition of the 
road, is always prompt, provided it is not jerhed off the 
track when a rope breaks; to guard against this is .one 
of the objects of the fexders proposed. The great ex- 
pense of ropes, and the danger of their breaking, has 
been very materially reduced since the introduction of 
wire ia place of hemp. 

By combining, however, the improvements above sug- 
gested, with a system of working which has Leen but 
recently introduced, and in successful operation for the 
last year on the steep and long planes of the so-called 
Black Track, and on the Wilkesbarie planes of the 
Lehi;h improvements, we shall not only be able to 
work the plancs of the Portage with perfect safety, but 
also without any delay whatever; and to accommodate 
the same amount of traffic which can be passed over a 
graded road. 

The success of the Lehigh mode of working, is prin- 
cipally owing to the use of tender cars, one on each 
track, permanently attached to the end of the iron straps 
which are there used in place of ropes, the latter work- 
ing reciprocating, instead of endless or circulating. 
There may be either one single rope working both 
planes, as now arranged on the Portaze, but omitting 
the sheave at the foot or two independant ropes, as is 
the case on the Lehigh. 

A tender car is so constructed that upon reaching the 
foot of the plane it contracts in width, and proceeds 
upon a railway laid inside of the main track, and de- 
seends low enough to allow the train of cars to pass over 
it. The object of the tenders is to push up or to let 
down tiains of cars, thereby saving all hitching, and 


If this! 
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risburg to Philadelphia, and we get a total distance from avoiding all delay. By means of turn outs at the head | attention, and sacrifice ; but, if properly developedy: 

and foot of planes, an approaching train is run upon that 
track, which has the tender car ready for reception. 
Trains are not allowed to stop on their arrival at the 
head or foot of a plane. When arrived at the head of a 
plane, the machinery is started, as soon as the train 
touches the arms of the /eader car, and so it goes down. 
On the approach of a train at the foot, the attendant 
$2,557,500 pulls the wire connected with the signal bell at the 
head, the machinery is started, the tender car comes out 
of the pit in the rear of the train, and pushes it up. The 
safety, in use on the Lehigh, would not be applicable 
to the Poitage; the one now in use on the latter has to 
be modified, and is to be permanently attached to the 
tender car. There is no difficulty in the arrangement 





of these details. 


on an iaclination of 1 in 3} 
age only rise 1 in 10. 





ithe introduction of the tender car. 


entitle his opinion to the fullest confidence. 





! 


use ; it will therefore be good policy to work light loco 
motives aud small trains. 


are in a good state. 


without the least danger. 


to cross only in daylight. 
In order to accommodate the canal business, in con 


between Hollidaysburg and Johnstown. 


It would appear desirable, before the use of the 


Portage as a link in the Central railroad is decided on 


give the public an opportunity of witnessing the ope 
ration. 


cial to the community at large, is not to be doubted 
to decide. 
of the Central railroad will, like a great national event 


of Pennsylvania. 





rising into favor. 


On a recent visit to the Lehigh works, I had an op- 
portunity of witnessing the operation of the planes, and 
ean state that they work perfect. The machinery is 
powerful enough to take up sixteen empty ears at once, 
The planes on the Port- 


Edwin A. Douglass, Esq , the Chief Engineer of the 
Lehigh Company, accompanied me to the Portage, for 
out any delay. On this subject 1 have already ex- \the purpose of witnessing the oper tion of the wire ropes 
pressed an opinion, in answer to a letter which was ad-|there in use. After observing the present slow and 
drevsed to me by S. W. Roberts, Esq., and which has imperfect mode of working, he strongly recommended 
The great expe- 
rience of this gentleman, in matters of inclined planes, 


With the introduction of the temder car on the Port- 
age planes, the steam power strength of machinery and 
adhesion. should be increased, (most of the foundations 
being new and strong enough,) so that wire ropes of 
two or three times the strength of those now in use, can 
road was adopted, and accidents should occur on the|be worked, for the purpose of passing whole trains, 
with locomotive and all, at one time without dividing 
them; thereby saving all horse power, hitching and un- 
hitching, and avvidiag a'l crowding of cars on the road, 
safety and expediency, its novelty aud remarkable ope- The Hollidaysbury grade of 52 feet per mile, limits 
ration would, on the contrary, add to the attractions of trains to fifteen cars average, with the engine now in 


Locomotives in ascending 
lay the planes with good heavy rails, and put down fen-| planes, will take up their own weight, when the, rails 


With such arrangements, and an active and intelli- 
gent superintendent, the Portage railroad can be worked 
as fast, or nearly as fast, as any other graded road, and 
Three hours will be enough 
time for a passage from Hollidaysburg to Johnstown, 
a distance of 36 miles. Freight trains should be passed 
day and night ; passenger trains may be so arranged as 


,junction with the business of the Central road, and with- 
out any confusion, a telegraph line should be established 


to apply the arrangements here recommended, to the 
Schuylkill plane. (which is generally worked much 
slower than the Portage planes now are,) and thereby 


An amalgamation of the Pennsylvania canal and of 
the Central railroad has been advocated by some, on 
the ground that the two improvements combined, and 
under one management, in place of competing with each the annual State expenditure about £56,000,000 ster- 
other as rival lines, wonld assist and sustain each other. ling, and the general funded debt of Germany may 
That such an arrangement would prove highly benefi-| 


the question, how this may be effected, I leave others 


In conclusion, I may yet remark, that the completion 


form one of the most remarkable epochs in the history 


For some years past has this important project been 
allowed to sleep; the prosecution of rival works has 
caused its revival, and the infant project is now rapidly 
It needs, however, nourishing, great steadily increasing.” 


it 
promises to retuin a hundred fold the cares bestowed 
upor it. Its future extension shoul! be westward, to 
those distant regions which, even now, are ready to pour 
their rich treasures into our lap. 

Like the New York canal, when it opened those 
vast and immense resources to the City and State of 
New York, the Great Central railroad is destined to be- 
come the future highway of an immense traffic, not 
ephemeral in its nature, but most stable and permanent. 
It will vastly contribute to the wealth of Pennsylvania, 
and place the future prosperity of Pittsburg and Phila- 
delphia upon a basis which cannot be shaken. 

Pittsburg, January, 1847. 





Railroad Mania in Germany. 
The mania for the construction of railroads which 
possessed England, seems, in a commensurate de; 
gree, to have taken possession of Germany, and the 
conduct of the Prussian Cabinet has been such as 
not only to advance this feeling, but to give it a 
changefulness that has been very detrimental to the 
interests of the people. Cabinet orders have placed 
certain railroad operations in a most enviable posi- 
tion for awhile, but a capricious repeal of the orders 
took away in a moment all the advantages of ap- 
pearing to be a government stock, which the orders 
had imparted. The slow moving Germans have 
been startled from their even paced progress, and 
under the forcing system of the mania have so far 
departed from their usual safe methods of proceed- 
ing, as to invest such large sums in railroad stock, 
and to lock it up for years to come, that commerce 
is feeling very seriously the effect of the withdrawal. 

The following summary statement of the finan- 
cial position of the empire will afford a good idea 
of the diffculties that are to be met and overcome. 
That they will be, we have no doubt; bat it will be 
many years before an even course of affairs will 
bless Germany. When it does come, however, the 
reward will be worth the pain cf obtaining it, 

“If we inquire the amount of capital already in- 
vested in this class of industrial undertakings, we 
shall find that duing the last eight years a sum of 
£36,000,000 has been employed, in opening 3880 
miles of railway communication. Of this sum, 
somewhat more than that has been furnished by the 
several governments, for the construction of State 
lines. The sum still needed, within a period of five 
years, to meet the liabilities of lines miles in 
extent, now in course of formation, is, in round 
numbers, £37,500,000. We thus arrive at a total of 
something less than £75,000,000 sterling, which, 
within a period of 13 years has been, or will be, 
converted into that species of public securhy which 
we call railway stock. We must further bear in 
mind that of the sum of £37,500,000, one-half is 
to be ) nom out of government fuuds; and being 
spread over a period of five years, would leave an 
annual sum of about £5,000,000 sterling, to be co- 
vered from the respective budgets of the different 
States, and a like sum to be furnished by private ca- 
pitalists, 

“ Let us now glance at the collective population, 
budgets and national debis of the German States, 
(including, of course, Austria,) and we shall find 
that the number of inhabitants is about 60,000,000; 





be set down approximately at, about 1,000,000,000 
of thalers, or £150,000,000 sterling. ‘The bare con- 
sideration of these respective items, ‘is sufficient to 
impress us with a sense of the magnitude of a cri- 
sis like the present, in a country where the moneta- 
ry relations want that elasticity that results from 
our banking system. But we are very far from de- 
spondency, when we consider that the average rate 
of interest in Germany, on good landed see , is 
but four per cent., and that the returns of railway 





profit on all the German lines, 19 in number. up to 
the close of 1844, gave an avera dividend 4 
per cent. on the capital inv » With the gains 
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bb igen PATENT SAFETY SWITCH AILROAD IRON.—THE NEW JERSEY OCOMOTIVE AND CAR AXLES. 

for Railroad Turnouts. This invention, for Iron Company, Boonton, N. J., are nuw pre- The Subscribers are now prepared to receive 

some time in successful operation on-obe.of the prin-|paring to make Raileoad Bars, and are ready tojorders for the well known and approved —o 
pal railroads in the country, effectually prevents|take orders or make contracts for Rails, deliverable| Locomotive and Car Axles—drawn. to any requi 








sand their trains. from Fanning, ot e track|afier the first of December next. Apply to pattern from Bloom Iron only. Address 
at a switch, left wrong by accident or design. _ FULLER & BROWN, Agent, SAM’L KIMBER & CO,,__. 
it acts independently of the main track rails, béing No. 139 Greenwich, corner of Cedar street. Willow Street Wharf. 
down, or removed, without cutting or displacing] September 18, 1846, 10139) 4tf Phiiadelphia, Pa, 
* It is never touched by passing trains, except when| JJ AWRENCE’S ROSENDALE HYDRA-| QDACK VOLUMES OF THE RAILROAD 


in use, ting their running off the track. It is ulic Cement. Thiscement is warranted equa) JOURNAL for sale at the office, No. 105 
simple in its construction and operation, requiring|!© any ee - oe ee has - Chestnut street, 
Céistings and two Rails; the latter, even ii|Pronounced superior rancis’ “ Roman.” s 
Se eal a not objectionable. ; value tor Aqueducts, Locks, Bridges, Flooms and A & G. RALSTON & CO., NO. 4 
Working Models of the Safety Switch may be all Masonry exposed to dampness, is well known, e South Front St., epee nag oer Pa. : 
seen at Messrs. Davenport and Bridges, Cambridge-|as it sets immediately under water, and increases in| Have now on hand, for sale, Railroad Tron, vi«: 
port, Mass., and at the office of the Railroad Journal,|solidity for years. 180 tons 24 x } inch Flat Punched Rails, 20 it. long, 
ew York. 2 





25 “ 2x “ Flange Iron Rails, 


For sale in lots to suit purchasers, in tight paper- é ’ 
© Plans, Specifications, and all information obtained|ea barrels, by JOHN W. LAWRENCE, 75 “ 1 x¢ “ Flat Punched Bars for-Drafts 








" * in Mines. A full assortment of Railroad Spikes, 

on application to the vapoe a ' a _ Pa 142 Front — a Boat and Ship Spikes, They are prepared to exe. 
“ * pa Reading Pa ar Orders for the above will be received and|cute orders for every description oF Railroad Iron 
iad __5) “ “-_ |promptly attended to at this office. 32 1y land Fixtures. lif 








AILROAD [RON.-THE SUBSCRIBER’S 
New Rail Iron Mill at Pheenixville, Pa., is ex- NGLISH PATENT WIRE ROPES—FOR THE USE OF MINES, RAILWAYS, ETC.— 
to be ready to go into operation by the Ist of for sale or imported to order by the subscriber. 
mber, and will be capable of turning out 30 to These Ropes are manufactured on an entirely different principle from any other, and are now al- 
40 tons or finished Rails per day. They are now) most exclusively used in the collieries and on the railways in Great Britain, where they are considered 
to receive orders to that extent, deliverable] to be greatly superior to hempen ones, or iron chains, as regards safety, durability and economy. The 
after the Ist of Octobet next, for heavy rails of any| plan upon which they are made effectually secures them from corrosion in the interior, as well as the 
a. now a” use, equal in quality and finish to| exterior of the rope, and gives a greater compactness and elasticity than is found in any other manu- 
ported. facture. 
PIG IRON.—They arealso receiving weekly 150 Many of these ropes have been in constant operation in the different mines in England, and on the 
#0 200 tons of No. 1 Phenix Foundry Iron, well] Blackwall and other inclined planes, for three and four years, and are still in good condition. 
adapted for light castings. They have been applied to almost every purpose for which hempen ropes have been used—mines, 
REEVES, BUCK & CO, heavy cranes, standing rigging, window cords, lightning conductors, signal halyards, tiller ropes, etc. 
45 North Water St., Philadelphia, | Reference is made to the annexed statement for the relative strength and size. ‘Testimonials from the 
or by their Agent, ROBT. NICHOLS, most eminent engineers in England can be shown as to their efficiency, and any additional information 
79 Water St., New York. | required respecting the different descriptions and application will be given by 
ALFRED L. KEMP, 

































































HE ~~ eormee AGENTS FOR 75 Broad street, New York, sole agent in the United States. 
sa re nell Statement of Trial made at the Woolwich Royal Dock Yard, »f the Patent Wire Ropes, as compared-with 
Glendon, Pic I Hempen Ropes and Iron Chains of the same strength.— October, 1841. 
Spring Mil and a ROP WIRE ROPES. HEMPEN ROPES. ___ CHAINS. STRENGTH 
Have now smesin. and respectfully solicit che Wise aoene sie teil Weight per fathom. “Ta Weight per fathom. Woe pete rtd Tons. 
Seeat ae eng yay Socom ge ded yt INCH. LBS. OZ. INCH, | LBS. OZ. | LBS. | INCH, 
’ : pe il 4} . ae 10 i @%@ - 50 15-16 | 20 
Pig Iron are particularly adapted. : ‘ ‘ 
They are also sole Agents for Watson’s celebrat- 4 3 ne “4 ~ 8 7 fe 10 
ed Fire Bricks and prepared Kaolin or Fire Clay 15 Py 2 6} eee 134 1-2 7h 
orders for which are promptly su plied. 16 24 a ct 6 8 8 104 "16 ~ 
. SAM’L. KIMBER, & CO., 
59 North Wharves, N.B. The working load, with a perpendicular lift, may be taken at 6 cwt. for every lb. weight per fathom, so 
Jan. 14, 1846. {ly4]} Philadelphia, Pa. that a rope weighing 5 lbs. per fathom would safely lift 3360 lbs., and so on in proportion. ly24 
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AY’S EQALIZING RAILWAY TRUCK.«--THE SUBSCRI- river, (of which firm the subscriber was late a partner) under the immediat 
ber having recently formed a business connection in the City of New |supervision of Mr. Ray himself. 

Several sets of trucks containing the latest improvements have recently 
been turned out for the New York and Erie railroad, and the New Jersey 
Transportation company, which may be seen upon said roads. 

ae patronage of Railroad Companies and Car Builders is respec‘fully 
solicited. 

New York, May 4, 1846. W. H. CALKINS, and Others, 

To all whom it may concern:—This is to certify that the New Haven, 
Hartford and Springfield railroad co., have had in use six sets of F. M. Ray’s: 
erg trucks for the last 20 months, during which time it appears to me, they. 
iave proved to be the bes and most economical truck now in use, 

[Signed,] Wituiam Roe, Sup’t of Power. 

I certify that F. M. Ray’s Patent Equalizing Railroad Truck has beea in 
use on the Philadelphia and Reading railroad for some time past, under a 
passenger car. 

For simplicity of construction, economy in cost, lightness of material, and 
extreme ease of motion, I consider it the best truck we have ever used. Its. 

‘|peculiar make also renders it less liable to be thrown off the track, when pas- 
York, expressly for the manutacture of the newly patented and highly - sing over any obstruction. We intend using itextensively under the passen- 
ved Railroad Truck of Mr. Fowler M. Ray, is ready to receive orders for |ger and freight cars of the above road. 
Pailding the same, from Railroad Companies and Car Builders in the United} Reading, Pa., October 6, 1845, Signed} G. A. Nicout, 
S.ates, and elsewhere. Sup,t Transportation, etc., Philadelphia and Reading Railroad. 

The above Truck has now been in nsz from one to two years on several} To all whom it may concern :—This is to certify that the N. Jersey Rail-. 
roads a sufficient rane of time to test its aurability, and other good qualities, road and Transportation company have used Fowler M. Ray’s Truck for the 
and to satisfy those who have used it, as may be seen by reference to the cer- |last seven months, during which time it has operated to our entire satisfaction. 
tificates which follow this notice. : I have no hesitation in saying that it is the simplest and most economical 

There have been several improvements lately introduced upon the Truck, |truck now in use. {Signed} T. L. Smrru, 
such as additional springs in the bols:er of orca ad cars, making them de-} Jersey City, November 4, 1845. N. Jersey Railroad and Transp. Co. 
lightful riding cars—adapting it to tenders, trucks forward of the locomotive,| This is to certify that F. M. Ray's Patent Equalizing Railroad Truck has 
and freight cars, which, with its 3 aoe good qualities, make it in all re- |bcen in use on the Long Island railroad for the last year, under a freight car. 
spects the most desirable truck now 0} red to the public. For simplicity of construction, economy in cost, lightness of material and. 

Orders for the above, will, for the present, be executed at the New York |ease of motion, [ consider it equal to any truck we have in use. 

Screw Mill, corner 33d street and 3d avenue, (late P. Cooper’s rolling mills) Long Island Railroad Depot, [Signed,]  Jonn Leacn, 
and at the Steam Engine Shop of T. F. Secor & Co., foot of 9th street, East Jamaica November 12, 1845. 1y19 Sup’t Motive Power. 
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ICH & CO’S IMPROV- 
ED PATENT SALA- 
MANDER SAFES. 
Warranted free from damp- 
ness, as well as fireand thief 
proof. 
Particular attention is invit- 
ed to the following certificates, 
which speak for themselves : 
















and Managers are respectfully invi 
ted to examine an improved SPARK 
ARRESTER, recently patented by 
the undersigned. 





FRENCH AND BA 






Railroads, Railroad Directors 


TEST No. 10. 
Certificate from Mr. Silas C. Field, of Vicksburgh, tee ood ee Sobaht 
Mississipp. such a state of perfection that no an- 


On the morning of the [4th ult., the store owned 
and occupied by me in this city, was, with its con- 
tents, entirely consumed by fire. My stock of goods 
consisted of oil, rosin, lard,,pork, sugar, molasses, 
.iquors, and other articles of a combustible nature, 
in the midst of which was one of Rich’s Improved 
Patent Salamander Safes, which I purchased last 
October of Mr. Isaac Bridge, New Orleans, and 
which contained my books and 
was red hot, and did not cool sufficiently to be open- 
ed until 16 hours after it was taken from the ruins. 
At the expiration of that time it was unlocked, when 
its contents proved to be entirely uninjured, and not 
even discolored. I deem this test sufficient to show 
that the high reputation enjoyed by Rich’s Safes is 
well merited. S. C. Fievp. 


TEST No. 11.—Certificate. 

By the fire which occurred in this village on the 
27th July last, our Law Office, together with many 
other buildings® was destroyed—we had in our office 
one of Rich’s Improved Patent Salamander Safes, 
which, though heated red hot, preserved, without be- 
ing the least camaged, many papers valuable to our 
clients—the envelopes of a tew papers being slighily 
scorched. Some twenty-four hours after the fire, the 
Safe was removed, and so hot was it, that several 
hours were required for it to cool off. Our office 
was in the second story of a large brick building, all 
the wood used in construction of said house being 
pitch pine. While the Safe was red hot, one of the 
walls tumbled in, and so injured the lock that it was 
necessary to break the door open. From this test, 
we feel no hesitancy in recommending “ Rich’s Pa- 
tent Salamander Safe” as entirely fire proof. 

Gorer & Kina. 

Marion, Ala., Sept. 15th, 1816. 

Still other Tests in the Great Fire of July 19, 1845. 

The undersigned purchased of A. S. Martin, No. 
1384 Water street, one of Rich’s Improved Patent 
Salamander Safes, which was in our store, No. 54 
Exchange place. The store was entirely consumed 
in the great conflagration on the morning of the 19th 
inst. The safe was taken from the ruins 52 hours 
after, and on opening it, the books and papers were 
found entirely uninjured by fire, and only slightly 
wet—the leather on some of the books was parched 
by the extreme heat. Ricnarns & Cronkauire. 

Benton, Miss., December 27, 1845. 

One of Rich’s Improved Salamander Safes, which 
1 purchased on the 2d of June last of A. S. Marvin, 
1383 Water street, agent for the manufacturer, was 
exposed to the most intense heat during the late 
dreadful conflagration. The store which I occupied, 
No. 46 Broad street, was entirely consumed; the 
safe fell from the 2d story, about 15 feet, into the cel- 

.ar, and remained there 14 hours, and when found,I 
am told, and from its appearance afterwards, should 
judge that it had been heated toa red heat. On 
opening it, the books and papers were found not to 
have been touched by fire. I deem this ordeal suffi- 
cient to confirm fully the reputation that Rich’s safe 
has already obtained for preserving its contents 
against all hazards. (Signed,) 


Wa. Brioopagoop. 
New York, 2ist July, 1845. 


Reference made to upwards of nine hundred and 
fifty merchants, cashiers, brokers, and officers of 
courts and counties, who have Rich’s Safe’s in use. 

The above safes are finished in the neatest man- 
1.er, and can be made to order at short notice, of any 
size and pattern, and fitted to contain plate, jewelry, 
etc, Prices from $50 to $500 each. For sale by 

A. 8. MARVIN, General Agent, 
: 1384 Water st., N.Y. 

Also by Isaac Bridge 76 Magazine street, New 
Orleans. 


c 





through openings near its 


noyance from sparks or dust from the 


used is experienced. 


gravity 
off at the top of the chimney, through a capacious and un 
passage, thus arresting the sparks without impairing the 
the engine by diminishing the draught or activity of the fire in the furnace. 
These chimneys and arresters are.simple, durable and neat in a : 
on the following roads, to the managers and other officers of which we are at liberty to refer those who 


me. 


ant Georgia Railroad, Augusta, Ga.; G. A. 
Pottsville Raitroad, Reading, Pa.; W. E. Morris, President Philadelphia, Germantown and 
town Railroad Com 


laer, Engineer and S 


himney of engines on which they are 


These Arresters are constructed on 


an entirely different principle from any heretofore offered to the public. 
The form is such that a rotary motion is im 
smoke and sparks 


from whence 


desire to purchase or obiain further informati 
L. Stevens, President Camden and Ambo 


y, Philadelphia 
mington, N. C.; Col. James Gadsden, President 8. 
W. C. Walker, Agent Vicksburgh and Jackson 
up’t Hartford and New Haven 
Railroad, Lexington, Ky. T. L. Smith, _e New 
tive Power Philadelphia and Wilmington 
town and Somerville Railroad; R. R. Cuyler, 
Ga.; J. D. Gray, Sup’t Macon Railroad, Maccn, 
Monroe, Mich.; M. F. Chittenden, Sup’ 
sident Long Island Railroad, Brooklyn. 


ney of this city or to Hinckly & Drury, Boston, will 
. B.—The subscribers will dispose of single 
ble terms. 


IRD’S PATENT SPARK ARRESTER. | 


to the heated air, 
ing through the pyre 6 and by the centrifu- 
- This saf gal force thus acquired by the sparks and dust they are sepa from 
a is saf€| the smoke and steam, and thrown into an outer chamber 
they fall by their own 
to the bottom of this chamber; thesmoke and steam 


icolls, Superintendant Philadelphia, Readi 
; E. B. Dudley, 


ailroad, Wi 


#*« The letters in the figures refer to the article given in the Journal of June, 1844. 














the 


passi 
nena 
wer ot 


They are now in use 


on in to their merits: 
Railroal Compan ; Richard Peters, a 
I orris- 
President W. and R. Railroad Company, Wil 
and C. Railroad Company, Charleston, 8. C.; 
Railroad, Vicksburgh, Miss.; R. S. Van Rensse- 
Railroad ; W.R. M’Kee, Sup’t Lexington and Ohio 
‘ Railroad Trans. Co.; J. Elliott, Sup’t Mo- 
Umington, Del. ; J. O. Sterns, Sup’t Elizabeth- 
President Central Railroad Company, Savannah, 
Ga.; J. H. Cleveland, Sup’t Southern 


: Railroad, 
t M. P. Central Railroad, Detroit, Mich ; G. B. Fisk, Presi- 
Orders for these Chimneys and Arresters, addressed to the subscribers, care Messrs. Baldwin & Whut- 


be hag executed. 
rg: 


FRENCH & BAIRD. 

ts, or rights for one or more States, on reasona- 
Philadelphia, Pa., April 6, 1844, 

ja45 





ATENT HAMMERED RAILROAD, SHIP 
and Boat Spikes. The Albany Iron and Nail 
Works have always on hand, of their own manufac- 
ture, a large assortment of Railroad, Ship and Boat 
pee trom 2 to 12inchesin length, and ofany form 
of head. From the excellence of the material al- 
ways used in their manufacture, and their very gen- 
eral use for railroads and other purposes in this coun- 
try, the manufacturers have no hesitation in warrant- 
ing them fully equal to the best spikes in market, 
both as to quality and appearance. All orders ad- 
dressed to the subscriber at the works, wiil be prompt- 
ly executed. JOHN F. WINSLOW, Agent. 
Albany Iron and Nail Works, Troy, N. Y. 


Erastus Corning & Co., Albany; Hart & Merritt, 
New York; J. H. Whitney, do.; E. J. Etting, Phil- 
adelphia; Wm. E. Coffin & Co, Boston. ja45 


ACHINE WORKS OF ROGERS, 

Ketchum & Grosvenor, Patierson,N. J. The 
undersigned receive orders for the following articles, 
manufactured by them of the most superior descrip- 
tion in every particular. Their works being exten- 
sive and the number of hands employed heinglarge, 
they are enabled to execute both large and small or- 
ders with promptness and despatch. 

Railroad Work. 

Locomotive steam engines and tenders; Driving 
and other locomotive wheels, axles, springs & flange 
tires; car wheels of cast iron, from a variety of pat- 
terns, and chills; car wheels of cast iron with 
wrought tires; axles of best American refined iron ; 
springs; boxes and bolts for cars. 

Cotton, Wool and Flax Machinery 








style and evry og = 

Mill gearing and Millwright work generally; 
hydraulic and other presses; press screws; callen- 
ders; lathes and tools ef a!l kinds; iron and brass 
castings of all descriptions. 














Also by Lewis M Hatch 


, 120 Meeting street 
Charleston, S, C. 16 tf 








ROGERS, KETCHUM & GROSVENOR, 
a45 Paterson, N. J.,.o¢ 60 Wall strect, N. York. 


The above spikes may be had at factory prices, of} 


of all descriptions and of the most improved patterns, 


ATENT RAILROAD, SHIP AND BOAT 
Spikes. The Troy Iron and Nail Factory keeps 
constantly for sale a very extensive assortment ot 
Wrought Spikes and Nails, from 3 to 10 i 
manufactured by the -ubseriber’s Patent Machinery, 
which after five years’ successful operation, and now 
almost universal use in the United States (as well 
as England, where the subscriber obtained a patent) 
are found superior to any ever offered in market. 

Railroad companies may be supplied with Spikes 
having countersink heads suitable to holes in iron 
rails, to any amount and on short notice. Almost 
all the railroads now in progress in the United States 
are fastened with Spikes made at the above named 
factory—for which purpose they are found invalua- 
ble, as their adhesion is nore than double any com- 
mon spikes made by the hammer. 

All orders directed to the Agent, Troy, N. York 
will be punctually attended to. 

HENRY BURDEN, Agent. 


Spikes are kept for sale, at Factory Prices, by I. 
& J. Townsend, Albany, and the principal ron mer- 
chantsin Albany and Troy; J.I. Brower, 222 Water 
St., New York; A. M. Jones, Philacetphia ; T. Jan- 
viers, Baltimore; ‘Degrand & Smith, Beston. 

*,* Railroad Companies would do well to forward 
their orders as early as practicable, as the subscriber 
is desirous of extending the manufcturing so as to 
gr? es with the daily increasing demand, 

ja 





PRING STEEL FOR LOCOMOTIVES, 
Tenders and Cars. The Subscriber is engage 
in manufacturing Spring Steel from 1} to 6 inche 
in width, and of any thic a: large quan- 
tities are yearly furnished for railroad purposes, and 
wherever used, its qealey has been approved of. 
The establishment being farge, can execute ordets 
with great promptitude, at reasonable prices, and the 
juality warranted. Address 
JOAN F. WINSLOW, Agent, 
Albany Iron and Nail Works, 
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DAVENPORT 


& BRIDGES’ 


CAR WORKS, CAMBRIDGEPORT, MASS. 








Manufacture to Order, Passenger and Freight Cars of every description, and of the most improved 
; also furnish Snow Ploughs and Chilled Wheels of any pattern and size. Forged Axles, Springs, 


xes and Bolts for Cars at the lowest prices. 


All orders punctually executed and forwarded to any part of the country. 
Our Works are within fifteen minutes ride from State street, Buston—Omnibuses pass every fifteen 


minutes, 


~~ — _—s - 
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THE HERRON 


RAILWAY TRACK, 


AO A nO an te 


oNI NI NINA 





seen stripped of the top ballasting 
AWARDED THE INVENTOR BY THE AMERICAN 


HE UNDERSIGNED RESPECTFUL- 

ly invites the attention of Engineers, and Rail- 

road Companies, to some highly important improve- 
ments he has recently made in the Herron system of 


A GOLD MEDAL 


Railway structure. These improvements enable 
him to effect a very large reduction in the quantity 
of Timber, and cost of construction, without impair- 
ing the strength of the Track, or its powers of resist- 
ing frost, while they secure additional features of 
excellence in the Drainage and facility of making 


— rs. 

he above cut represents the “ Herron Track” as 

_it is laid on the Philadelphia and Reading, and on 
-he Baltimore and Susquehanna Railroads. The 
intersection of the sills of the trellis are 5 feet from 
centre to centre, while in the new construction they 
are only 2} feet. This renders the string piece un- 
necessary, thus removing the only objectionable fea- 
ture found in the Track. 

The result of experience has provedthatall Tracks 
constructed with longitudinal timbers, such as mud 
sills, and more especially, the continuous bearing 
s’ring pieces retain the rain water that falls between 
the Rails,which, being thus confined, settles along 
those timbers, and accumulating in quantity flows 
rapidly along them on the descending grades, wash- 
ing out the earth from under the timber, and fre- 
quently fasting Sie breaches in the embankments 
of the road. hereas all water intercepted by the 
oblique sills of the trellis, is discharged immediately 
into the side ditches. 

In the 5 foot plan, the Track occupies a Road bed 
nearly 11 feet wide, while the new construction takes 


INSTITUTE. 


|but 8 feet ; the timber being more concentrated under 
the Rails. A block of hard wood, about 2 feet long 
and 15 inches wide, is introduced into a square of 
the trellis for the purpose of giving an additional, 
and effectual support to the joints of the Rails, 
which rest upon it. Should these joint blocks be- 
come chafed and worn by the working, and imbed- 
ding of the chairs, as is now the case on all Rail- 
roads, they can be readily replaced without any de- 
rangement of the timbers less liable to wear. 

The following is a general estimate of its cost near 
the seaboard. In the interior it-will be considerably 
less. 


ESTIMATE OF THE PROBABLE COST OF ONE MILE. 
4,224 Timbers, 11 ft. long, 3 x 6 inches = 
68,696 ft. b.m., at HlIO= ...... 2... $686 96 
587 Oak joint blocks 2ft. x3 x 15 in. = 
4,403 ft. b.m., at G13 = ........... 57 24 
13,000 Spikes = 2,250 Ibs. at 44 cts........ 101 25 
Workmanship free of patent charge... .... 600 00 





Cost of one mile including the laying of 

the Rail $1,445 45 

He. has: made other important improvements, 
which will be shown in properly proportioned mo- 
dels, that givea much better idea of the great strength 
of the Track than a drawing will do. 

Sales of the Patent right to all the distant States 
will be made on liberal terms. 

JAMES HERRON. 
Civil Engineer and Patentee. 
No. 277 South Tenth St., Philadelphia. 33tf 
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‘ ENGINEERS’ AND SURVEYERS’ 
INSTRUMENTS MADE BY 
EDMUND DRAPER, — 
Surviving partner of 
STANCLIFFE & DRAPER, 









No 23 Pear street, 


below Walnut, 
lyl0 near Third, 


Philadelphia. 


LAP—WELDED 
WROUGHT IRON TUBES 
FOR 


TUBULAR BOILERS, 
FROM 1 1-4 TO 6 INCHES DIAMETER,’ 
and 
ANY LENGTH, NOT EXCEEDING 17 FEET. 

These Tubes are of the same quality and manu- 
facture as those so extensively used in England, 
Scotland, France and Germany, for Locomotive, 
Marine and other Steam. Engine Boilers, 
THOMAS PROSSER, 

Patentee. 
28 Platt street, New York. 


RAILROAD IRON. 
MOUNT SAVAGE IRON WORKS 


«ey Company are prepared to execute orders 
for RaitroaD Iron, of any pattern, and equa 
in osm rh quality to any other manufactured. 

e 





1y25 





SS J. M. HOWE, 
Pres’t. Mt. Savage Iron Works, 
Dec. 25, ly* Maryland. 





AILROAD IRON.— THE “ MONTOUR 
Iron Company,” Danviile, Pa., is red 
to execute orders for the heavy Rail Bars of any 
pattern now in use, in this country or in Europe, 


ae 


and equal in every respect in pointof quality. A 

ply to MURDOCK, LEAVITT & CO,, Z 
Agents, 

1y48 77 Pine St., New York. 





AILWAY IRON.--DAVIS, BROOKS 

& Co., No. 68 Broad Street, have now in port 

on Ship-board, 200 Tons of the best English heavy 

H Rails, 60 lbs. to the lineal yard, which they offer 

for sale on favorable terms, a/so, about 6 to 700 Tons 

now on the way, to arrive shortly, of the same de- 
scription of Rail. 


Nov. 16, 1846. AGtt 








ENGINEERS and MACHINISTS, 
THOMAS PROSSER, 28 Platt St. N.Y. (Sve 


Adv.) 

J.F. WINSLOW, Albany Iron and Nail Works 

Troy, N. Y. (See Adv. 

TROY IRON AND NAIL FACTORY, H. Bur- 
den, Agent. (See Adv. 

ROGERS, KETCHUM & GROSVENOR, Pat- 
terson, N. J. (See Adv.) 

8S. VA Ss well Iron Works, near Morris- 
town, N. J. (See Adv.) 

NORRIS, BROTHERS, Philadelphia Pa, (See 
adv, 

FRENCH & BAIRD, Philadelphia. (See Adv.) 

NEWCASTLE MANUFACTURING COMPA- 
NY, Newcastle, Del. (See Adv.) 

ROSS WINANS, Baltimore, Md. 

CYRUS ALGER & Co., South Boston Iron Co. 

SETH ADAMS, Engineer, South Boston, 

STILLMAN, ALLEN & Go., N.Y...» 

JAS. P. ALLAIRE, N, Y. pag” 

PHOENIX FOUNDRY, N. Y:- . °” 

ANDREW MENEELY, West Troy. 

JOHN F. STARR, Philadelphia, Pa. 

MERRICK & TOWNE; do. 

HINCKLEY & DRURY, Boston. 








C. C.-ALGER, Stockbridge Iron Works 


Staca- 
bridge, Mass, rads) 











